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TRAFFIC WORLD INDEX 

The semi-annual index for Volume 29 of The Traffic 
World, covering the period from January to June (both 
inclusive), 1922, will be sent to subscribers with the July 
8 number of the magazine. It should be preserved and 
bound with the copies of the magazine for ready refer- 
ence. The volume contains 1,456 pages and is the largest 
ever published by The Traffic World in its more than fif- 
teen years of existence. 


RAILROAD CONTRACT LABOR 

The Railroad Labor Board, having handed down a 
series of decisions reducing the wages of railroad labor, 
‘has now, apparently, started a series of decisions con- 
demning the making of outside contracts by railroads for 
the doing of various kinds of their work. At least, it has 
decided several such cases against the roads and begun 
hearings in many more, and announced the pringiple that 
governs, which is that contracts that have the effect of 
removing employes from the @pplication of the transpor- 
tation act are illegal. In other words, railroads are not 
barred from letting outside contracts unless such con- 
tracts operate to bring rates of pay below the level fixed 
by the Labor Board for railroad employes. 

Whatever may be said as to the jurisdiction of the 
board in this matter or the correctness of its decisions 
from a legal point of view, we believe that, if the pro- 
visions of the transportation act giving the board juris- 
diction over wages are to have any effect, and if there is 
to be any appearance of justice or consistency, the rail- 
roads, in accepting the awards of the board as to the 
level of wages and paying their employes on that level, 
must refuse to evade the effects of the law by contracting 
their labor to outsiders. We think that 
justice and common sense. 


Of course, the board cannot enforce its decisions and, 
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even if it had the power of enforcement, the carriers 
would still have the right to fight in the courts if they 
believed the board to be wrong. But every consideration 
would seem to make it advisable not to fight, but to ac- 
cept in good part the rulings of the board. Not the 
least of these considerations is the fact that the outside 
contracting of labor is one of the grievances on account 
of which the men are proposing to strike. If this griev- 
ance is removed the cause of the strikers becomes that 
much weaker. 

We are saying these things on the theory that the 
Labor Board lives and governs, under the law, as to 
wages. Railroad men themselves have been exceedingly 
backward in taking any hand in movements looking to- 
ward its abolition. They think it is a “safety valve” 
and, if not actually a* preventive of strikes, at least a 
strong deterrent. They may be right. But if they are 
to take that position, or even if the board is to continue 
to exist against their wishes, they should seek to uphold 
its hands. The way to do this is to obey its rulings when 
they are disagreeable as well as to seek to enforce them 
when they-are agreeable. 

For our own part and aside from these consider- 
ations, we believe the board has no jurisdiction over 
these contracts and that its assuming control of this 
situation furnishes one more reason for its removal. We 
have now, if its rulings stand, a government board tell- 
ing the railroads just what they shall pay for every kind 
of labor and just how they shall conduct their business 
so that they cannot get cheaper labor. It is an intoler- 
able situation. The board should be abolished and the 
railroad managers and their employes allowed to bar- 
gain in the open market. We think sometimes the 
American people do not realize the extent to which they 
are being given over to bureaucracy. We still have a 
Republican form of government in that the people elect 
the men who appoint the bureaucrats; but, nevertheless, 
we are fooling ourselves into appointing guardians for 
ourselves who are gradually taking unto themselves de- 
tails that should be left to individuals. 


JUNKING THE MERCHANT FLEET 

Mr. Laske¥, chairman of the Shipping Board, is 
nothing if not aggressive. This week’s dispatches carry 
news of a series of speeches he is to make over the coun- 
try in favor of the so-called administration ship subsidy 
bill, and of a letter from him to all the members of 
Congress urging support of this same measure. It may 
be all right for an appointee of the President, whose 
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duty it is to administer the laws that Congress chooses 
to pass relating to the business for which he is em- 
ployed, thus to lecture the country and Congress. Cer- 
tainly, if he has any ideas that are worth while about 
the subject they ought to be made known in some fashion. 
But we do think his gestures are a little too much like 
those of a boss rather than of a servant. Contrast his 
actions, for instance, with those of the chairman of the 
Interstate Commerce Commission. Has anyone ever 
heard of any of the able chairmen of that distinguished 
body campaigning over the country for this or that 
piece of legislation, writing letters to Congressmen tell- 
ing them their duty, and issuing statements and making 
speeches accusing of ignorance and lack of patriotism 
any who might disagree with him? The chairman of 
the Commission has never been backward in giving his 
opinion when asked by those in authority, and it has 
had all the more force because its author was not con- 
stantly rushing into the lime-light. But he has been 
dignified and kept his place. 

However, we are little concerned, except in passing, 
with the antics of Mr. Lasker as to the methods he uses. 
We are more concerned, since he seems to be the chief 
spokesman of the administration, with some of the ideas 
he advances. In his recent letter to Congressmen, for 
instance, he says that, in considering the pending leg- 
islation, final determination need not be dependent on 
whether one feels that the United States needs a mer- 
chant marine, for we have already “the greatest fleet the 
world has ever known;” and on that he hangs his chief 
argument. The question, he points out, is what we 
shall do with this fleet. He says it cannot be profitably 
or successfully operated under government control. 
With that we agree. Shall it then, he asks, be sold to 
private ownership for operation under the American 
flag; shall it be sold abroad, possibly some day to rise 
and plague us; or shall it be junked and charged off to 
war cost, as powder and shell were charged off? 

The last alternative—junking—he dismisses as im- 
practical and impossible and in his reasons for this im- 
practicability and impossibility, we think, he discloses 
the real motive in this whole propaganda for a subsidized 
American merchant marine. It is impossible and im- 
practicable, he says, because “such a course would admit 
to the world that the United States, possessed of a great 
fleet of mehchant ships, was forced to concede that it 
lacked ingenuity and ability to convert that fleet to a 
revenue-getting, profitable asset comparable to th: 
merchant fleets responsible for the commercial success 
of other great nations, and that the United States was 
bankrupt in statesmanship that visualized the need of 
keeping alive a merchant marine under its flag for 
peace and war protection.” And there you have it— 
pride. That is the underlying motive. Of course, Mr. 
Lasker, uniting his old ability as an advertising writer 
and his newly acquired adeptness as a demagogue, using 
all the time-honored methods of that school, presents the 
idea of being without a merchant marine in as disagree- 
able light as possible, but the idea is there nevertheless ; 
it is the pride in having our flag afloat in every port. 


Pride is not a bad thing. We confess to as great 
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an admiration for the Stars and Stripes floating at the 
masthead as perhaps Mr. Lasker himself feels. Both our 
artistic sense and our patriotic feelings are probably as 
well developed as his. But we see no question of patriot- 
ism or art in the problem of the merchant marine as pre- 
sented by him. It is a commercial problem and nothing 
else. Mere pride ought not to influence us, to adopt a 
policy that is not sound commercially. 

If there are no better arguments for a subsidized 
marine than have been advanced by Mr. Lasker and 
others who have lent their efforts to the campaign, then 
we shall have to count ourselves among the “few 
Americans” who, Mr. Lasker says, would advocate junk- 
ing a fleet that cost such vast sums of money. It is not 
good business to send good money after bad. If the 
fleet is a good business proposition it must prove itself. 
The fact that the government cannot operate it at a profit, 
and ought not to operate it anyhow; that the ships can- 
not be sold for anything much but junk; and that pri- 
vate operators will not try to operate them without a 
handsome subsidy, paid by taxation of the public, proves 
we think, that the merchant fleet is not a good business 
proposition. Why, then, not junk it? 


THE ST. LAWRENCE CANAL 

It speaks well for the fairness and breadth of vision 
of the Traffic Club of Chicago that its members can 
meet and discuss a matter like the proposed St. Lawrence 
waterway with the views expressed not all one way, 
but indicating that these men are considering the mat- 
ter on its merits and are not altogether influenced or 
biased by their geographical location. The resolutions 
suggesting that there be further investigation of certain 
points on which it seemed to some of the members that 
more light was needéd before proceeding with the enter- 
prise, were not adopted, but consideration was postponed 
to an open forum meeting at which more time can be 
given to debate. The club may then vote on the reso- 
lution at some later date. The text of the resolutions is 
published elsewhere. 


An editorial in the Chicago Tribune is characteristic 
of the narrowness of some of the advocates of the St. 
Lawrence Canal plan as well as of the offensive meth- 
ods of this newspaper. Instead of opposing what is 
proposed in the traffic club resolutions—as it has a per- 
fect right to do—by sane arguments, advanced on the 
theory that perhaps some others than itself may know 
something about the subject and may be influenced by 
proper motives, it says that the desire behind the resolu- 
tions is to mislead and that they give every evidence 
of having been prepared in New York. As a matter of 
fact, they were prepared by a Chicago man who is the 
traffic manager for a large industrial concern, who prob- 
ably knows twice as much about the question as the 
entire Tribune staff, and whose motives are probably at 


last as pure and certainly less unbiased than those 
of the Tribune. 


The Tribune’s remarks shows that its own view 
favoring the proposed waterway is influenced by the 
fact that it lives in Chicago. It cannot understand how 
anyone living in that city can question the economic 
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soundness of the proposal. That kind of support is 
worth nothing to men who think, and it is certainly as 
narrow and selfish and unfair as the attitude of New 
Yorkers who oppose the plan is alleged to be. 


POLITICAL RATE MAKING 

One might infer. from a paragraph in a Republican 
congressional campaign statement, issued by Senator 
McCormick, of Illinois, as chairman of the Republican 
senatorial campaign committee, that under a Demo- 
cratic national administration the Interstate Commerce 
Commission goes Democratic and under a Republican 
national administration goes Republican, and shapes its 
policy and decisions to conform to the policies of the 
Administration in power. The paragraph, which is a 
part of a statement outlining achievements of the Hard- 


ing administration and of the Republican Congress, fol- 
lows: 


America will appreciate what has been done, and what it is 
sought to do, to relieve the shipper and the consumer of the 
tremendous burden placed upon both by the Wilson administra- 
tion through the increase in the railroad rates and the imposi- 
tion of transportation taxes. The increase in freight charges 
under the Democratic administration effected by the Interstate 
Commerce Commission by taxes or by decree of Doctor Wilson, 
amounted to about $3,000,000,000 a year. We have made a good 
beginning to lift this burden from the people. It is estimated 
that already it has been lightened by over half a billion yearly 

If the McCormick statement is to be taken at face 
value, it is a notice and a pledge to the voters who will 

- go to the polls at the November congressional elections 
that it is a part of the policy of the present administra- 
tion to obtain further “relief” for the shipping public and 
consumers in the way of rate reductions. Just how this 
movement for additional relief is to materialize is not 
explained. Whether or not it embraces also a plan for 
reductions in railway operating expenses is not explained. 
The statement does, however, give emphasis to the 
widely circulated rumors before the decision ‘in the gen- 
eral rate investigation that the Harding administration 
was directing its energies to bring the Commission into 
line with the economic policy of the administration. 

We reproduce the paragraph as printed in the Con- 
gressional Record this week. Apparently a comma was 
omitted after the word “Commission,” as otherwise the 
statement would credit the Commission with increasing 
freight charges “by taxes.” 

Inthe same issue of the Congressional Record 
appeared a statement by Representative Quin, of 
Mississippi, Democrat, telling the House “what I have 
helped to do for the farmers of the United States since 
I have been a member of Congress.” Mr. Quin’s forty- 
eighth accomplishment was set forth as follows: 

“48. Have fought for lower railroad freight rates 
in order that the farmers may realize a reasonable sum 
on their sales.” 

An end to political interference with the Commission, 
which we have condemned repeatedly, apparently is not 
in sight. We await with interest the next move of the 
political rate makers. 


CHANGE IN DOCKET 


Hearing in 13576, B. J. Carney & Co. et al. vs. Director- 
General, A. T. & S. F. et al., assigned for June 29 at Spokane, 
Wash., was postponed to a date to be hereafter fixed. 
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TEN PER CENT REDUCTION 


The Trafic World Washington Bureau 


For the benefit of such carriers and tariff publishing agents 
as failed to get their ten per cent reduction tariffs to the Com- 
mission’s files on time, the Commission, June 28, issued its 
sixth section permission 59342, allowing such filing on one day’s 
notice. Until the accumulation of tariffs is worked over, the 
Commission cannot know how many failed to get in on three 
days’ notice. 

Many tariffs putting into effect the 10 per cent reduction in 
rates July 1 arrived at the Commission’s files in good time for 
compliance with the requirement that the reductions should be 
made July 1 on not less than three days’ notice. As a matter 
of fact many of them were in hand days ahead of June 28, the 
last day of grace. The maximum quantity of publications came 
in June 27, the tariff men being, seemingly, desirous of avoiding 
the possibility of trouble through failure to be on time. 

A surprising fact respecting the flow of tariffs was that 
many railroads were able to file specific rates instead of master 
and connecting link tariffs, to be displaced later by properly 
prepared publications. Many of the carriers came forward with 
specific rates on coal, iron and steel. The Lehigh Valley, Wheel- 
ing & Lake Erie, the Pan Handle and the Pennsylvania were 
among those submitting specific rate publications. 

Some carriers and agents also filed the master and connect- 
ing link tariffs in one publication. There were no evidences of 
confusion or inability to accomplish the reduction with as great 
certainty as was shown in making increases in August, 1920. 
But for the objection of their western connections, the Central 
Freight Association lines would have filed tariffs showing the 
specific rates. Their connections in support of their objections, 
said they could not get such publications ready in time. Inas- 
much as the specific rates will differ somewhat from those made 
by the master tariffs, specific rates filed by the Central Freight 
Association lines would have been out of line with the master 
tariff rates of their western connections. 

It is the purpose of the Central Freight Association lines, 
when they reissue their tariffs, literally to comply with the sug- 
gestion of the Commission, which was to add 26 per cent to the 
rates in effect August 25, 1920. In the master tariff publication 
they provided rates 10 per cent less than rates held in effect by 
the Commission’s permission in Ex Parte 74. The two methods 
do not, in all instances, produce identical rates. One effect of 
the use of the 10 per cent method is to change the percentage 
relationship of the classes, in some instances. That is due to 
the operation of the rule for disposing of fractions. Use of 
either method—adding 26 per cent to the rates of August 25 or 
deducting 10 per cent from the existing first rate of $1.575 be- 
tween New York and Chicago is the same—$1.42. But that is not 
the fact respecting all the rates on the lower classes because 
the quantities to which the multiplier is to be applied are smaller 
and the rule for getting rid of fractions operates either to in- 
crease or decrease the percentage relationship. The matter is 
still further complicated by the fact that rates are made cer- 
tain percentages of the basic New York-Chicago rates. 

Such variations, to the eye may not mean much, but when 
applied to carloads weighing 80,000 or 100,000 pounds of iron 
or steel the results, in dollars and cents are not regarded with 
equanimity by large shippers. 

What has been said about Central Freight Association rates 
is true also in respect of rates in other territories, except as to 
complications due to the fact that rates at intermediate points 
are made certain percentages of a basic rate. 

It is suspected an era of confusion such as followed the per- 
centage increases due to the war will be developed by reason 
of this percentage reduction due to the fact that the war has 
been over, officially, for more than three years. However, objec- 
tions to what the quirks of mathematics have or are about to do 
to the rates themselves, have not been made the subject of such 
energetic protests as followed when such things appeared in 1918 
and 1920. The reason for that, it is suspected, is that the course 
of the rates now is downward and not upward. Shippers may be 
inclined, it is suggested, not to make as great objections because 
the reductions they are about to receive are not as great as they 
thought they would obtain, as they did when they found the 
increases they were asked to bear, would be greater than they 
thought they would be. 


MAY RAILROAD REVENUE 
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The net railway operating income for May probably will 
be between 3% and 4 per cent. Reports from 136 roads, cov- 
ering 171,000 miles of lines, showed a net of $46,968,000, as 
compared with $39,393,000 for the same roads in May of last year. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for April, 
1922, shows 10,510 cars held overtime—a percentage of 06.40— 
as against 8,843—a percentage of 06.16—for April, 1921. 
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Current Topics 
in Washington 





Tag Days for Peace.—It may be, as has been asserted that 
the world war made Washington the deal capital of the world, 
where the final determination of big questions would be made, 
but it is a certainty that the private wars that take place in 
the United States have not revealed Washington as the indus- 
trial capital of the country. Perhaps Washington could be made 
the capital in an industrial and private war sense by reviving 
one of the expedients used by the weak governments of the 
dark ages, after the collapse of Rome and before the modern 
state came into existence. By pleading with those who felt 
it necessary to kill and rob for private revenge or gain, truces 
for certain days in the week were arranged in honor of the 
king. Then somebody thought it would be fine to honor God, 


so there were days on which no fighting was done. So the 
king’s peace was established, and then God’s peace. Possibly 
it was the other way about, but they arranged for peace. It was 


something like the tag days of recent years. On the days ap- 
pointed for peace in honor of the king, no killing was done. And 
even so, God’s peace was observed. The suggestion is that the 
other states might persuade Illinois, West Virginia, and other 
states in which the custom of private war has seemed to be 
on the point of re-establishment, to observe tag days in honor of, 
say, the governor, the sheriff, or even the alderman, on which 
days no private war enterprises would be carried out. No 
organization would be asked to give up its rights to wage war 
on its own account. The most would be a courteous request 
that enterprises of the kind requiring the shooting of prison- 
ers be not carried out on designated days. All days not so 
tagged would be subject to such use. The arrangement, it has 
been suggestted, might result in reducing the number of days 
devoted to slaughter. Sheriffs and governors, being advised 
as to the days on which certain organizations would not do 
anything more serious than to commit mayhem, could arrange 
their political campaigning to suit the re-arranged calendar. 
Those in the dark ages who objected to private wars were so 
fanatical as to insist on cluttering up the calendar with gen- 
tlemen’s agreements not to fight that no time was left for 
carrying forward such enterprises. For instance, they asked 
that Monday, Tuesday, and Wednesday be observed as days for 
the king’s peace. Thursday, Friday and Saturday, they thought, 
should be days of God’s peace. Such trickery, however, re- 
sulted in such a disregard for the day of rest that strict Sab- 
batarians were inclined to resent the encroachments of secular 
business on that holy day. No organization has yet been made 
to promote the cause of specially tagged peace days. That may 
be because those who have been devoting themselves, as paid 
secretaries of societies for the amelioration of the condition 
of cats or the preservation of the meat food supply by fining 
cattle men who permit their animals to die in blizzards or 
for lack of water during droughts in the semi-arid regions, have 


not had their attention directed to the fine opportunity for a 
new kind of uplift work. 





The Broken Coal Year.—George Otis Smith, director of the 
Geological Survey, has been giving thought to the “broken 
year and how to mend it.” The broken year is the working 
year of the coal mine and the coal miner. A longer working 
year—that is, more days of employment for fewer miners he 
thinks, is the only solution. Too long, he asserted in a speech 
at Providence a few days ago; have the mine owners treated 
the coal business as private privilege and too long have the 
labor leaders, with no less monopolistic intent, obstructed every 
move for underground efficiency and economy. He also said the 
people were paying too much for coal because the average mine 
was worked only 215 days a year. The work is not even 
seasonal. It is intermittent, but cost goes on while it is not 
working, he says. He quoted, with approval, an estimate that 
the intermittency of the average mine was costing the country 
$400,000,000 a year—which is a waste of less than a dollar a ton. 
He said it was largely by reason of the high unit rate of wages 
that coal cost too much. He asked whether $5 a day workman 
could long trade products with the $10 a day miner. Necessarily, 
he intimated, the $10 a day man must be idle a good deal of the 
time while the $5 a day workman slaves to acquire the goods 
wherewith to meet the demands of the $10 a day manual 
laborer. His answer was that the consumers of coal must buy at 
seasons when they do not need it and thereby encourage the 
operators whose mines can be operated 300 days a year. They 
must also stick to the same dealer, year after year, he said, 
so the dealer could know at practically all times how much 
coal to order, and the dealer must stick to the same operator, so 
the whole trade could be stabilized and the inefficient mines 
forced to close. The sharp buying of coal and disregard of 
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contracts when the market favors the buyer, the profiteering 
by the operator or dealer when his turn comes, the collective 
bargaining with the strike as the club—all these things, he said, 
brought unnecessary hazards into the business and added 
useless costs to the product. All the things he said have been 
said before. He did not, however, say that stabilization in 
other industries, had been brought about by the organization of 
big units commonly called trusts. He did not undertake to indi- 
cate how it was that the prices in the most highly organized 
branch of the coal industry came to be higher always than in the 
branch not so highly organized, even when prices were meas- 
ured by thermal units. 





Simplification of Commission Reports.—If congress will 
leave the interstate commerce law unchanged for a reasonable 
period—say a dozen years—the report-writing of the Commission 
will be much simplified. It will be possible to grind out opin- 
ions almost as mechanically as the distributing part of a type- 
setting machine sends the type matrices to their proper com- 
partments. At least that is the idea suggested by the fact 
that one division of the Commission decides Sligo Iron Stores 
cases in one way, while another decides them in another way. 
In reports on repairing of equipment in outside shops, it is 
always certain that Commissioner Hall will dissent for reasons 
he believes were set forth adequately in such and such a case, 
while Commissioner Campbell is expected to continue his 
query why, if disregard of the fourth section does not entitle 
the shipper to an award of damages, nothing is ever done about 
the public wrong that such a disregard is held to be. Of 
course when a commissioner takes his pen in hand and writes 
an opinion of his own, the mechanical assembling of the proper 
combination of words indicated by the personnel of the division 
that is doing the deciding, cannot be. In all others, however, 
simplification of report writing, the ribald friend of the Com- 


mision might suggest, seems to be many laps ahead of the 
simplification of tariffs. 





Also of Congressional Speeches.—Simplification of con- 
gressional speech-writing took place long ago. The average 
member of Congress, be he senator or representative, is still 
of the opinion that folks read speeches and long to hear them 
as they did in the time of Webster, Clay, Calhoun and Sumner. 
Every one thinks he is writing something that will be conned 
over in the “homes and hamlets” of the country. No speech is 
complete without reference to “homes and hamlets.” The 
ornate rhetoric of the famous orators is attempted in practically 
every speech in which the hunter for political preferment uses 
homes and hamlets, so the preparation of that kind of speeches 
is a simple matter. Only about once in twenty-five years is a 
speech made in either house of Congress that really has any 
effect, and then, as a rule, it is made by a man who had no 
intention of making a speech, but was simply goaded into it. 
The late M. A. Hanna made a speech of that kind and so did 
William J. Bryan. Hanna changed the senate from a plan for 
digging the Nicaragua Canal to a determination to dig the 
Panama Canal. Bryan got himself the presidential nomination 
with his cross of gold and crown of thorns speech at a con- 
vention. Hanna, as a business man, was almost killed with 
chagrin over the thought that the Senate would take up the 
impossible task of building the canal via the Nicaragua route. 
He simply had to make a speech on the subject, to relieve his 
feelings. Bryan did not expect to make a speech in the Chicago 
convention that nominated him. He was thinking he was 
lucky to be allowed in the convention hall as a man contesting 
the right of another to a seat as a delegate. When he made 
his speech he was simply one of the time killers brought for- 
ward while the convention was waiting for one of its com- 
mittees to bring forward its report. 





The Old Cattle Drives—Abandonment of operation of the 
Kansas City, Mexico & Orient through twenty-seven counties in 
Texas, suggested as likely to take place about August 1, unless 
money to operate it is forthcoming, has revived talk about 
cattle drives over some of the old trails, from one pasture te 
another. But there will be no real revival of the drives in 
which such men as Senator Kendrick, of Montana, and others 
who were youths forty years ago participated. They could 
not be brought back because the trails leading from Texas to 
Montana and Wyoming no longer exist. There are farms, 
villages, and cities where there were trails over which herds of 
hundreds of thousands of cattle were driven as the seasons 
dictated and the condition of the ranges compelled. The last 
of the big drives took place about 1884, according to the sen- 
ator’s recollection and as a young man he took part init. The 
drives over the trails took place for the same reason that nearly 
every spring Edward Chambers is constrained to make emergency 
rates on cattle from Texas to the northern ranges—namely lack 
of good grass in Texas. It frequently happens nowadays that 
prices for cattle are so low that the cattle men cannot afford 
to ship. That word “afford,” is not strong enough. The fact 
is the cattle men cannot borrow money enough to pay freight 
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rates and other charges to get their animals north. Times 
have been known when they could not get them back south 
again for the same reason. In such times the animals died 
by the thousands. Now there are good people who want to 
pass legislation to punish the cattle owners on the ground 
they were cruel to the animals, after the government has 
hauled feed to the cattle or the cattle to the feed, at a cost 
which it will not be able to get back, unless it steals the 
animals from the owners. 





Consolidation of Railroads.—At this stage of the proceedings, 
consolidation of railroads in accordance with plans made or 
approved, in advance, by the government, looks more or less 
like a dream. In the two hearings held by Commissioner Hall, 
no enthusiasm was shown by the participants, unless the approval 
of the officers of the railroad systems in which Henry Walters 
is the central figure might be called enthusiasm. But those 
railroads, in many respects, are already consolidated, although 
they are separately operated and at times the rivalry between 
the traffic officials of the Louisville & Nashville, and Nashville, 
Chattanooga & St. Louis goes much beyond the wrist-slapping 
stage. In the eyes of those who have had to consider the 
matter, the legislation is futil because it was written originally 
around a compulsory consolidation section which had to be 
dropped. The re-writing had to be done hurridly after the com- 
pulsory consolidation feature had to be dropped and the job 
was not done in a workmanlike manner. The fact that two 
schools of thought are growing up around the proper meaning 
to be attached to the statute, it is believed, indicates that in that 
part of the Esch-Cummins law, the authors did not make a good 
substitute for what they had to give up. A. E. H. 


A TRANSPORTATION INSTITUTE 


The Trafic World Washington Bureau 


Letters from members of Congress and members of the 
Interstate Commerce Commission indorsing the proposal for the 
establishment of a national transportation institute were made 
public this week by Bird M. Robinson, president of the Ameri- 
can Short Line Railroad Association. 

Congressman Sydney Anderson has received the following 
letter from President Harding with respect to the proposed 
transportation institute: 


I want to thank you for your communications, both personal 
and otherwise, concerning the program for organizing a national 
transportation institute. I was much impressed with your state- 

ment of the purpose of such an organization and am convinced 
that it would be of great practical usefulness. The broad and 
outstanding study of the entire transportation problem is un- 
questionably a serious national matter—indeed I think I may 
well say a serious world necessity, at this time. Such an or- 
ganization as you are proposing ought to .become a power in 
connection with the nation-wide consideration of these problems 
and a useful directing force in connection with the determination 
of public policy. 


Mr. Robinson, who, with Representative Sydney Anderson, 
Donald D. Conn and Edgar E. Clark, has been engaged in pre- 
liminary organization work in connection with the proposal, 
said sufficient progress had been made to date to assure the 
establishment of the institute. He said, however, he had nothing 
definite to announce at this time. 

Mr. Clark, former chairman of the Commission, will be 
selected as chairman of the board of governors of the proposed 
organization. Some of the letters made public were addressed 
to him as chairman of the board, some to Mr. Robinson and 
some to Mr. Anderson. 

Those sending letters were: Mr. Anderson, Senator Cum- 
mins of Iowa, chairman of the Senate interstate commerce 
committee; Senator Pomerene of Ohio, member of the Senate 
interstate commerce committee; Senator Kellogg, member of the 
Senate interstate commerce committee; Senator Robinson of 
Arkansas; Senator Townsend of Michigan, member of the 
Senate committee on interstate commerce; Senator Nelson of 
Minnesota; Senator Poindexter of Washington, member of the 
Senate interstate commerce committee; Senator Oddie of Ne- 
vada; Representative J. Stanley Webster of Washington, mem- 
ber of the House committee on interstate and foreign commerce; 
and Representative Burroughs of New Hampshire, and Newton 
of Minnesota, also members of the House Committee; Repre- 
sentative Knutson of Minnesota; Representative Oldfield of 
Arkansas; Representative Hickey of Indiana. 

Letters were received from the following members of the 
Commission: Commissioners Esch, Meyer, Aitchison, Lewis and 
Campbell. 

Senator Cummins, writing to Mr. Clark, said he assumed 
that the institute would be wholly disinterested, “for it would 
be of little or no value unless established on this basis.” 

“With this understanding I feel free to say that nothing is 
more needed at this time than an organization having for its 
purpose the ascertainment and dissemination of the truth re- 
specting transportation,” said the senator. “I do not mean the 
ascertainment of the isolated facts alone, but the intelligent 
and impartial marshaling of the facts in their relation to each 
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other. The impartial study of the science of transportation, and 
a full acquaintance with our present facilities of transportation, 
are of the utmost importance. 

“There is no subject upon which the people are so easily 
misled, no subject upon which misrepresentation or half truths 
are so fatal to sound judgment, as that of transportation. I 
congratulate the people of the country upon your selection as 
leader of this most worthy undertaking and earnestly hope that 
the institute will achieve the highest success.” 

Senator Pomerene, in a letter to Mr. Robinson, said his 
constant touch with legislation affecting the railroads in the 
last ten or eleven years had persuaded him that there were too 
many men, both in public and private life, who did not under- 
stand the railroad problem or its relation to the national welfare. 

“The idea is absolutely right and sound,” said Senator Kel- 
logg, in a letter to Mr. Anderson. “Industry, agriculture and 
transportation should, in my judgment, accept the plan as one 
which will promote a closer relationship in our economic life.” 

Senator Robinson, in a letter to Mr. Clark, said there was, 
regrettably, no disinterested agency capable of promoting edu- 
eation in the principles and practices of our transportation 
systems. 

Senator Townsend, in a letter to Mr. Clark, said until the 
public understood the problem of transportation in all of its 
intricate relations it could not know its proper rights. Similar 
indorsements were given by the other members of Congress. 

Commissioner Esch, in a letter to Mr. Clark, said there was 
need for such an institute and that it would be of great value 
not only to Congress but also to state and federal regulatory 
bodies and to the general public. 

Commissioner Meyer, writing Mr. Clark, stressed the point 
that the work should be placed on an absolutely independent 
and impartial plane. Commissioner Aitchison voiced approval of 
the selection of Mr. Clark as head of the institute. 

Commissioner Lewis commented upon the lack of under- 
standing of the transportation problem, and particularly the 
failure to understand the dependence of the country on ade- 
quate transportation and the ways and means of maintaining it. 

Commissioner Campbell said the country “has long been in 
need of some body or board who could and would do this service 
and do it without bias, fear or favor. Labor leaders, financiers, 
railroad officials, politicians, as well as economists, have their 
warped viewpoints and too often disseminate insidious propa- 
ganda, which could be counteracted by truth.” 

Gratification was expressed by the writers to Mr. Clark that 
he had agreed to head the board of governors. 


COMMISSION ORDERS 


Gottleib Amon, the Grass Range Independent Elevator Com- 
pany and numerous other individuals and firms have been per- 
mitted to intervene in No. 13910, Denton Independent Elevator 
Company vs. C. M. & St. P. et al. 

The Commission has authorized the Minneapolis Traffic As- 
sociation and the St. Paul Association of Public and Business Af- 
fairs to intervene in No. 13671, the Public Service Commission of 
Indiana et al. vs. A. T. & S. F. et al. 

An order has been issued by the Commission to provide that 
the period of federal control shall not be computed in determin- 
ing the periods of time after which telephone, telegraph, cable, 
and wireless companies may destroy their records. 

The order in No. 12535, the Fairmont Creamery Company vs. 
Director-General, A. T. & S. F. et al., No. 12535 (Sub. No. 1), 
Hastings Gas Company et al. vs. A. T. & S. F. et al., and No. 
12554, Interstate Oil Company vs. Director-General, A. T. & S. F. 
et al., was modified so as to become effective August 8 instead 
of July 8. 

Defendants’ petition for postponement of the effective date 
of the order in No. 12663, Midland Linseed Products Company vs. 
Director-General, West Shore et al., was denied. 

The complaint in No. 13736, New Orleans Joint Traffic Bu- 
reau vs. Arcade & Attica et al.. was amended by making the 
Alabama & Vicksburg and other carriers additional parties 
defendant. 

Armour and Company was permitted to intervene in No. 
13778, Swift Company vs. Aberdeen & Rockfish et al. 

The Chatfield Manufacturing Company was authorized to in- 
tervene in No. 13898, The Philip Carey Company et al. vs. A. T. 
& S. F. et al. 

The complaint in No. 13431, Michigan Paper Mills Traffic 


Association vs. Michigan Central et al., was amended by making’ 


the Detroit & Mackinac and the Boyne City, Gaylord & Alpena 
additional parties defendant. The Champion Coated Paper Com- 
pany was permitted to intervene in that case. 

The Commission has corrected its order denying rehearing 
and reargument in No. 11542, Parkersburg Rig & Reel Company 
vs. Director-General, A. T. & S. F. et al., to show that the peti- 
tions filed by both the Director-General and the complainant were 
denied. 

The couplaint in No. 13720, Standard Rice Company, Inc., vs. 
G. H. & S. A. et al., was amended by making the Santa Fe and 
the Santa Fe Coast Lines additional parties defendant. 
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RATES ON CIGARS 


A finding of unreasonableness, an award of reparation and 
an order requiring the establishment of first class L. C. L. rates 
on cigars, from Key West, Fla., to Portland, Ore., Salt Lake 
City, Los Angeles and San Francisco, via rail-and-water routes, 
not later than August 25, have been made in No. 12011, Amer- 
ican Cigar Company vs. Director-General, Peninsular & Occi- 
dental Steamship Company et al., opinion No. 7686, 69 I. C. C., 
159-61. At present the Peninsular & Occidental is not a par- 
ticipant in the joint first class L. C. L. rates, applying from 
transcontinental group A points, of which Key West is one, on 
the all-rail route through Jacksonville. Whatever traffic of that 
kind the steamship company carries is subjected to higher com- 
binations. 

The object of the complaint was to force the Peninsular & 
Occidental to become a participant in joint rates from Key West 
to the Pacific coast destinations, the complainant contending 
that the rail-and-water route was the natural one from Key 
West. It further contended that the joint first class rate was 
applicable under the Florida East Coast tariff naming such rates 
from stations on its line. The Commission held the Key West 
dock of the steamship company, to which the cigars were de- 
livered, was not a station on the Florida East Coast.. But it 
called attention to the fact that the steamship company as an 
intermediate carrier participating in joint rates through Jack- 
sonville, would have had to accept cigars from the north had 
they come down over the Florida East Coast and that therefore 
the higher combinations assessed on traffic delivered to its 
wharf in Key West, for transcontinental destinations, were in 
violation of the fourth section. 

The steamship withdrew as a participant in the rail-and- 
water rates, in December, 1919, and February, 1920, when the 
withdrawel tariffs were filed, on the ground that cigars did not 
constitute a desirable traffic because they were subject to dam- 
age and pilferage. 


INTERMEDIATE SWITCHING 


Under the Commission’s decision in I. and S. No. 1489, In- 
termediate Switching Charges at Toledo, opinion No. 7684, 69 
I. C. C. 146-50, the New York Central and Michigan Centrai, not- 
withstanding the protest of the Clover Leaf, and the objections 
of the Wheeling & Lake Erie, Pennsylvania and the Sun Oil 
Company, the latter a large shipper, will withdraw from inter- 
mediate switching at Toledo. O., July 9, or as soon thereafter as 
it can file appropriate tariffs. The Commission has held they 
had justified their proposal to withdraw, made in tariffs filed 
to become operative February 10 and 15, but suspended until 
July 10. 

Their withdrawal will not increase charges te the shippers, 
because they are all absorbed by the carriers having the line 
haul. It will throw the business to the Toledo Terminal, owned 
by the trunk lines entering Toledo. The objecting neighbors of 
the New York Centra] and Michigan Central alleged the under- 
lying reason for their proposal was their financial interest in the 
Toledo Terminal. The New York Central lines said their reason 
for their move was their determination to keep their terminals 
clear; that the other lines were putting the burden of that kind 
of work on them in unprecedented volume, simply because the 
interchange rates of the New York Central and Michigan Central 
were lower than those of the Toledo Terminal. They showed the 
lack of uniformity in charges for such services and indicated 
by figures that as soon as their rates became lower than those 
of the Terminal the volume of business, compared with what 
it was during federal control, was trebled. 

The objecting trunk lines asserted that withdrawal of the 
New York Central lines from interchange switching would result 
in greater congestion than imagined by the withdrawing lines. 
The Commission said that if such a situation arose, it might be 
called to its attention for appropriate action. 


RATES ON MILK 


The Commission has dismissed No. 12638, V. G. Tice vs. 
Director-General, and Lehigh Valley, opinion No. 7682, 69 I. C. C. 
140-42, holding rates on less than carloads of raw milk, from 
Yale, N. Y., to Allentown, Pa., not unreasonable or otherwise 
unlawful. The report also covers a sub-number, Same vs. Le- 
high Valley. The object of the complaint was to obtain for 
milk shippers via the Lehigh Valley the scale of rates pre- 
scribed by the Commission in Milk and Cream Rates to New 
York City, 45 I. C. C. 412, for application between January 1, 
1918, and December 1, 1920, with a view to reparation to that 
basis. The complainant ceased shipping milk before filing the 
complaint and reparation was the only issue so far as he was 


Decisions of Interstate Commerce Commission 


THE TRAFFIC WORLD 11 





- 8 
concerned. The Commission said the conditions, from a trans- 
portation point of view, on the Lehigh Valley, differed so much, 
as to milk shipments to Allentown, from conditions on the Penn- 
sylvania respecting shipments to New York, that the scale 
prescribed in the case mentioned could not be considered a 
fair measure of rates for the Lehigh Valley. 


REPAIR CONTRACTS JUSTIFIED 


The Seaboard Air Line, which, soon after the end of fed- 
eral control, contracted for class repairs to 51 of its locomo- 
tives in outside shops, because its own were congested and un- 
able to make the repairs needed to enable the company to han- 
dle the business offering, was not unjustified in making those 
contracts, the Commission said, in a report on No. 12066, Con- 
struction and Repair of Railway Equipment, opinion No. 7685, 
69 I. C. C., 151-8. 

“This proceeding goes beyond our province and should be 
discontinued,” said Commissioner Hall, in his dissent. “I take 
no part in the conclusions reached, for reasons sufficiently in- 
dicated in 66 I. C. C. 694, 725.” The references are to those 
dissents in the first reports on the Commission’s investigation 
into contracts alleged to have been “in disregard of efficient 
and economical management, resulting in unreasonable expen- 
ditures, or otherwise contrary to law.” 

Among the facts brought out in this investigation was that 
the Seaboard tried to have the railroad shops put on a 9-hour 
basis, but the shopmen made such a method of meeting the 
situation impossible. Some agreed to work 9 hours on condi- 
tion that the 9-hour day be made the rule in all system shops. 
That plan was vetoed by the men of the Savannah shops. They 
declined to work overtime. 

During federal control, the report says, the average cost of 
repairing 43 engines in the company shops was $7,156 and in 
outside shops $14,913 and that at the end of federal control the 
engines were in better condition than at the beginning. At the 
beginning of federal control, the report says, the engines were 
good, on an average, for four months’ work without repairs; in 
1919 5.6 months and at the end of federal control, 5.6 months. 

The average cost under the contracts was estimated at 
$16,392, including of estimated freight charges, material furnished 
by the Seaboard, and inspection by it, while the estimate of 
cost for repairs in the Seaboard shops in the same period was 
computed at $7,722. The items of cost included in the Sea- 
board shops were labor and materials, inclusive of shop and 
store expense, but no’other overhead account, on the ground 
that the Seaboard’s overhead expense remained practically con- 
stant, notwithstanding the repair of 51 locomotives in outside 
shops. 

The Commission’ said, however, the testimony showed the 
Seaboard’s shops were so fully utilized, from the time of re- 
sumption of private control, that no substantial increase in out- 
put would have been reasonably possible. 


MASSENA TERMINAL RAILROAD 


The Massena Terminal Railroad, the stock of which is owned 
by the St. Lawrence Securities Company, and the latter being 
controlled by the Aluminum Company of America, in the opinion 
of the Commission, expressed by Commissioner Aitchison in a 
report on No. 12848, Aluminum Company of America et al. vs. 
Messena Terminal et al., opinion No. 7679, 69 I. C. C. 119-24, is 
a common carrier which may lawfully receive from its trunk- 
line connections, reasonable compensation for services performed 
in connection with interstate shipments, in the form of divisions 
of joint rates or absorptions of its switching charges. The amount 
of the charges, the Commission said, could not be fixed in this 
record. It did not approve the method used by the short line 
in computing costs and remitted the subject of the proper 
charges to the parties with instructions to report whatever basis 
might be agreed upon. 


The report also covers a sub-number, Ball Coal Company vs. 
same. The Commission held the rates from points on the term- 
inal unjust, unreasonable and unduly prejudicial to the extent 
they exceeded the contemporaneous rates to and from Messena 
Springs, N. Y., where the terminal connects with the New York 
Central and Grand Trunk of Canada. 

The complaint was against the failure of the trunk lines 
to absorb the charges of the terminal company. The complain- 
ants, other than the chief one were the United States Aluminum 
Company, the Electric Carbon Company and the Ball Coal Com- 
pany, dealer in general feed, fuel and builders’ supplies. The 
companies other than the Ball, are subsidiaries of the chief 
complainant. 

The trunk lines did not oppose the request to have the di- 
visions of the terminal company established. They objected, how- 
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ever, to any increase in the allowances until the terminal should 
be held to be a common carrier. 


RATES ON RICE IN CALIFORNIA 


In an opinion written by Commissioner Eastman on No. 12341, 
Rosenberg Bros. & Co. et al. vs. Director-General, as agent, opinion 
No. 7676, 69 I. C. C. 103-111, the Commission held California state 
rates on paddy rice, maintained by the Southern Pacific, Santa 
Fe, Sacramento Northern and the San Francisco-Sacramento, the 
two last mentioned being electric lines, between points in Cali- 
fornia, from December 31, 1917, to June 24, 1918, unreasonable 
to the extent they exceeded the rates on grain by more than 25 
per cent. It awarded reparation. 

In the opinion written by Commissioner Eastinan the Federal 
Commission followed the lead taken by the California body. The 
state organization in Pacific Rice Growers’ Association vs. A. T. 
& S. F., P. U. R., 1921 B, 818, held the rates unreasonable to the 
extent they exceeded the rates on whole grain, established August 
26, 1920, by more than 25 per cent. But the Interstate Commerce 
Commission went farther. It awarded reparation. On that point 
the California commission was silent. Why, does not appear in 
the report, or at least Commissioner Hall, who wrote a dissent 
in this case, did not discover it. 

The Commission took the rates on whole grain as a yard 
stick. It found that rice might properly take a rate higher than 
wheat because the gross return to a grower of rice, per acre, 
‘was more than double the return to a grower of wheat and be- 
cause, when sold by the pound, rice brings a higher price. Among 
the facts taken by Commissioner Eastman from the exhibits by 
the complainants was that the lowest car-mile earned under the 
rates under attack was 77 cents for 320 miles and that the aver- 
age was $1.20 for an average haul of 113, on 70,000 pounds, which 
was less than the average loading of 71,508 pounds. The average 
car-mile earning of the Southern Pacific in California was stated 
to be 32 cents for an average haul of 198 miles, and 28 cents for 
the Santa Fe for an average haul of 247 miles. 

Commissioner Hall, in his dissent, said the grain rates at 
best afforded a doubtful standard for determining what would 
have been reasonable rates on rice in the husk. They were estab- 
lished more than 40 years ago, he said, and in 1880 were ma- 
terially higher than those which went into operation June 25, 
1918. As to those established by General Order 28, he said, they 
were lower than the rates in 1894, the year when railroad rates, 
like nearly everything else, were panicky or the product of 
panicky conditions. In addition, he said, the grain rates apply 
on articles of so little comparative value as dry beet pulp, bean 
straw, oat hulls, ground rice hulls and other raw materials used 
in compounding mixed animal and poultry feeds or fertilizer. 

Another thing pointed out by him was that in Growers Rice 
Milling Co. vs. Director-General, 66 I. C. C. 165, the Commission 
held a rate of 22 cents on paddy rice, from Norman and Citrona, 
Cal., to South San Francisco, in December, 1918, and Novemher, 
1919, was not unreasonable. Under the decision in this case, he 
said, that rate was held unreasonable to the extent it exceeded 
19.5 cents from Norman and 15.5 cents from Cirona, and that the 
complainant in that case was among the complainants in this 
case. 

Another thing, said Mr. Hall, was that the complainants in 
this case had not suffered damage, because, in fixing prices to 
be paid growers, they took into consideration the freight rates. 
If the rates had been lower, he said, undoubtedly the growers 
would have received more. Therefore, he concluded, the real dam- 
age, if any was suffered, fell on the growers. He commented up- 
on the fact that, while prices were fixed by the Food Administra- 
tion in 1918 and 1919 and were supposed to be the same at all 
places, the testimony showed wide fluctuations in the prices paid 
by the complaining rice mills to the growers. He said he could 
see no reason why the government should now be called upon 
to pay out moneys to these millers. They had the advantages, 
as well as the disadvantages, of the unsettled rate situation, he 
said. ‘They keep the former, he said, and, as an afterthought, 
ask to be recouped for the latter. 


RATES ON PIG IRON 


With a specific holding that the rates were not unduly 
prejudicial, the Commission in a report written by Chairman 
McChord on No. 11604, Heggem & Davis et al. vs. Director- 
yeneral, A. T. & S. F., et al., opinion No. 7687, 69 I. C. C., 162-4, 
has condemned as unreasonable commodity rates on pig iron 
from points of origin in Alabama, Georgia, Kentucky and Ten- 
nessee, to Sand Springs and Collinsville, Okla., and awarded 
reparation on all shipments moving not more than two years 
prior to July 7, 1920, excluding the period of federal control. 
The Director-General, as customary, objected to considering 
awards of reparation on the basis of the exclusion of the period 
of federal control. The Commission, as customary, overruled 
the jurisdictional point on the authority of Pittsburgh Hay and 
Grain Exchange, 62 I. C. C., and Lazarus vs. New York Central, 
271 Federal, 93. 

It held the rates to be unreasonable to the extent they ex- 
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ceeded those to Tulsa and directed the Tulsa basis to be estab- 
lished not later than September 21. It held the Tulsa rates to 
be not unreasonable or otherwise in violation of the law. The 
report showed that by using the ton-mile obtained by using the 
Birmingham-Tulsa rate, the carriers, on a holding of undue 
prejudice, could provide rates differing from the Tulsa rate, to 
points now taking it, and apparently its only object was to put 
the two Oklahoma points on the Tulsa basis as to pig iron, and 
thereby bring the pig iron rates into harmony with all other rates 
to Sand Springs and Collinsville. They are on the Tulsa basis. 

The carriers admitted the two points should have Tulsa 
rates, but they had not been able to agree upon divisions, hence 
their failure to provide Tulsa rates, except from points on the 
Frisco and the Alabama Great Southern in the Birmingham dis- 
trict. 


RATES ON CEMENT 


In a report on No. 10717, Portland Traffic & Transportation 
Association et al. vs. Director-General, Southern Pacific et al., 
opinion No. 7688, written by Commissioner Hall, the Commis- 
sion found the interstate rates on cement from Oswego, Ore., 
to destinations in Oregon, Washington, Idaho and California not 
unreasonable, but unduly prejudicial, against Oswego and un- 
duly preferential in favor of competitors at Bellingham and 
Concrete, Wash., and certain points in California. No order was 
issued requiring the carrier to establish rates, but the Com- 
mission said it expected them to adjust their rates in accordance 
with its findings, which are as follows: 


We find (1) that the rate on cement in carloads from Oswego to 
South Bend, Wash., is and for the future will be, unduly prejudicial 
to complainant Oregon Portland Cement Company, to the extent that 
it exceeds, or may exceed, the rate contemporaneously maintained 
from Bellingham and Concrete, Wash., to the same point; (2) that 
rates on cement in carloads from Oswego to points in Washington on 
the Spokane, Portland & Seattle Railway, Camas to Roosevelt, inclu- 
sive, and from Oswego over interstate routes to Bend, Oreg., are, 
and for the future will be, unduly prejudicial to complainant to the 
extent that they exceed rates not less than 9.5 cents under the con- 
temporaneous rates from Bellingham and Concrete to the same desti- 
nations; and (3) that the rates on cement in carioads from Oswego 
to points in Oregon on the Klamath Falls branch of the Southern 
Pacific are, and for the future will be, unduly prejudicial to com- 
plainant to the extent that they exceed or may exceed the rate to 
Weed, Calif, by a greater amount than the rates from Tolenas, Calif., 


to the same destinations exceed or may exceed, the rate from Tolenas 
to Weed. 


TRANSIT ON GRAIN 


The Commission has held, in I. and S. No. 1488, opinion No. 
7654A, 69 I. C. C. 19-22, written by Commissioner Campbell, that 
the carriers had justified a rule proposing to make it definite that 
transit arrangements would not apply on deficiencies between 
the actual loadings and tariff minima on grain at Chicago, and 
stop-over points within the Chicago district. The orders of sus- 
pension have been vacated and the proceeding discontinued as of 
July 9. The rule carried in the suspended schedules which will 
become operative is as follows: 

_ “Deficiencies in weight of inbound and (or) outbound ship- 
ments on account of tariff minima are not entitled to transit 
privileges, and will be subject to local rates to and (or) from 
transit points.” 

The question as to whether the deficiencies in weight were 
entitled to the transit arrangements arose from the fact that 
some carriers were holding they were, while others held the 
other way. The Central Weighing and Inspection Bureau and 
some of the carriers were adjusting rates on the inbound grain 
on the basis of actual weight, while others were insisting that 
inbound grain loaded less than the minimum for the joint rates 
was not entitled to transit, but must pay the local rates. 

The Chicago Board of Trade, which procured the suspension 
of the rule, according to Mr. Campbell’s report, contended that 
under the present rules the local rates are not applicable on the 
deficiency in weight between the actual weight and the carload 
minimum; that the unpublished specific from the point of origin 
to the transit point did or should apply; that the reshipping rate 
beyond the transit point did or should apply, and that otherwise 
the purpose of transit would fail. Commissioner Campbell said 
those contentions overlooked the fact that the transit rules au- 
thorized the application of the joint rate on grain moved through 
to final destination, as distinguished from the minimum weights 
upon the basis of which the freight charges at the joint rates 
were to be collected. 

“The deficiency in weight is not entitled to the unpublished 
specific on the inbound movement, as the unpublished specific 
is not a rate,’ said Mr. Campbell. “In other words, to obtain 
the application of the unpublished specific on grain from point 
of origin to the transit point, it is necessary, under the transit 
rules, to show that the same weight of grain has moved forward 
from the transit point to final destination.” 

The report called attention to the fact that the Commission, 
in the transit case, 24 I. C. C. 340, condemned the matching of 
non-transit grain from the transit point, to deficiencies in weight 
of the inbound shipments of transit grain, as being unlawful. 
and an effort to cure en route, a defect at the point of origin, 
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Commissioner Campbell said the remedy for the situation 
disclosed in this case was to load all cars to the full capacity 
and in no instance less than the minimum. Light loading, it 
appeared, took place at the beginning and end of the season of 
shipping, when the supply of grain, presumably was not great 
enough to make full loading at the country elevators always 
possible. 

The unusual opinion number in this case was made neces- 
sary by a hitch in the routine of report publication which could 
be cured only by using an appendix to an opinion number that 
was “killed” after higher numbers were used. The physical 
task of fitting a later report to the “killed” number could not 
be accomplished without waiting too long for a report of exactly 
the same number of pages. 


UNLAWFUL TARIFF PROVISION 


The Commission has dismissed the complaint and the sup- 
plemental complaint in No. 10393, Pittsburgh, Allegheny & Mc- 
Kees Rocks Railroad Company vs. Director-General, Pennsyl- 
vania, et al., opinion No. 7698, 69 I. C. C., 2238-5, holding unlawful 
the provision in the tariffs of the Pennsylvania lines that the 
rvittsburgh rates apply to the Schoen Works of the Carnegie 
Steel Company, at McKees Rocks, Pa., an industry on the rails 
of the complainant, because not concurred in by the complain- 
ant, nor without provision for the absorption of the charges of 
the complainant. 

A further holding was that the Commission might not 
properly require the defendants to increase their absorptions of 
the complainant’s switching charges, and that there were no 
joint rates to and from the points on the complainant’s lines 
for it to divide. 

Chairman McChord and Commissioner Esch dissented. The 
report is technical and the chairman lectured his colleagues a 
bit for refusing to take what he called the one remaining step, 
which would be that of indicating, in a definite way, the basis 
upon which the voluntary absorptions of the trunk lines should 
be computed. Granting that in the present circumstances the 
Commission could not support its findings as to the basis for 
computing the absorptions, he indicated his thought that the 
whole matter could be disposed of by pointing out to the trunk 
lines what, in the Commission’s opinion, would be a reasonable 
allowance to the industrial railroad, controlled by the Pressed 
Steel Car Company. The road serves two plants of the pro- 
prietary interests, the plant of the Schoen branch of the Carnegie 
company and some others. Two extensive hearings, the chair- 
man said, had been held on the subject, yet because the Penn- 
sylvania had not complied with the tariff publishing rules, he 
said, the Commission was holding it could not dispose of the 
matter in any way other than saying it could not require the 
trunk lines to increase their absorptions of the industrial road’s 
charges and that because there are now no joint rates, there 
are none to divide; and that because the complaint was not an 
application for through routes and joint rates, it could not pre- 
scribe any as a condition precedent to its dividing them. 

The decision of the Commission that it is unlawful for a car- 
rier to say in its tariffs that certain rates apply to points not on 
its rails, without concurrence therein by the line upon whose 
rails the points are situated, it is believed, will cause a general 
overhauling of tariffs by the owners of switching and industrial 
railroads. That practice is believed to be not uncommon. 


INDIANA PASSENGER FARES 


The Commission, in a report on No. 12694, in the matter of 
intrastate passenger fares of the Chicago, Lake Shore & South 
Bend Railway Co., between points in the state of Indiana, opinion 
No. 7691, 69 I. C. C. 180-4, written’ by Commissioner Esch, said 
the intrastate passenger fares of the respondent electric line, 
held in effect by the action of the Indiana state commission, 
lower than its coresponding interstate fares were unduly prefer- 
ential of intrastate passengers, unduly prejudicial to interstate 
passengers and unjustly discriminatory against interstate com- 
merce, to the extent they were lower, with certain exceptions, 
than those in effect for interstate journeys. 

The report says the undue prejudice and unjust discrimina- 
tion should be removed, not later than August 24, by the estab- 
lishment of intrastate rates on the basis of 3.6 cents per mile, 
and by increasing the 40-ride commutation fares from 1.875 cents 
to 2.2 cents per mile, except as to certain routes on which the 
respondent encounters the competition of the Chicago, South 
Bend & Northern Indiana. That road has not brought up its 
fares to the Ex Parte 74 level. Should it do so, the report says, 
the Chicago, Lake Shore & South Bend would do likewise. 

This increase in intrastate fares is not to take place on that 
part of its line between South Bend and New Carlisle, both in- 
clusive, where the competition with the C. L. S. & S. B. is en- 
countered. 

With ihe exception noted the increase will take place on 
the line of the Chicago, Lake Shore & South Bend, between 
Kensington, a suburb of Chicago, and South Bend, a distance 
of about 75 miles. Commissioner Esch went into the financial 
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affairs of the company and found it needed the increased revenue 
expected to result from the higher fares. He also said the in- 
trastate fares of other electric lines in Indiana were still held 
to the basis of 3 cents per mile prescribed by the Indiana com- 
mission. That body, following Ex Parte 74, authorized the in- 
crease of intrastate fares to 3 cents per mile in instances where 
they were lower. 

The report makes a specific finding that the present standard 
and commutation fares for interstate transportation by the 
respondent, are just and reasonable; that there are no condi- 
tions affecting transportation upon its line which justify the 
maitenance of a lower basis of intrastate fares in Indiana than 
the fares contemporaneously applicable for interstate transporta- 
tion; that the failure of the Chicago, Lake Shore & South Bend 
to establish and maintain for intrastate transportation in Indi- 
ana the same basis of fares as contemporaneously applicable 
for interstate transportation over its line has resulted and will 
result in intrastate fares lower than the corresponding inter- 
state fares; in undue preference of passengers traveling in 
intrastate commerce within Indiana; and unjust discrimination 
against interstate commerce. The condemnation of the lower 
intrastate fares in Indiana by this electric line is as sweeping 
as made in other cases involving the question of discrimination 
against interstate commerce. It seems to indicate that if and 
when other electric lines in Indiana the fares of which are held 
down by the orders of the Indiana commission desire to chal- 
lenge the action of the Indiana commission, the main question 
will have been disposed of. 


LIVE STOCK RATES AND WEIGHTS 


Lowered carload minima on sheep, lambs, goats and kids in 
double deck cars and a new rule for computing the charges on 
rixed carloads of live stock, in official and southern classifica- 
tion territories, have been ordered made operative August 19. 
In a report on No. 11700, National Live Stock Exchange vs. 
Ann Arbor et al., opinion No. 7680, 69 I. C. C. 125-37, and cases 
bracketed therewith, written by Commissioner Campbell, the 
Commission held unreasonable the minima to the extent they 
exceeded, exceed or may exceed 18,000 pounds in cars not ex- 
ceeding 36 feet and 7 inches, 19,000 in cars more than 36 feet 
and 7 inches but not more than 40 feet; and 20,000 in cars more 
than 40 feet in length. 

A further finding was that the existing rule providing for 
charges on mixed carloads of live stock, at the highest rate and 
highest minimum applicable to any of the stock in straight car- 
loads was unreasonable, and that a reasonable rule would be as 
follows: 

“When cattle, calves, hogs, sheep, lambs, goats, kids, horses, 
and (or) mule are shipped in mixed carloads, charges shall be 
based on the rate and minimum for that kind of stock, which, 
on a straight carload basis, produces the highest charge, except 
that in no case, shall the charges, per car, be less than on a 
straight carload of the highest rated kind at actual weight of 
the mixed shipment.” 

Reparation was awarded in No. 11900, Armour & Co. et al. ° 
vs. Director-General, Chicago & Erie et al.. and No. 12113, Swift 
& Co. et al vs. Director-General, B. & O. et al., to all complain- 
ants except New England Dressed Meat & Wool Co. As to that 
company the Commission said that if it paid and bore the charges 
on the condemned minima, it was also entitled to an award. 
The question, however, as to whether it had borne the charges 
was not shown on the record. 

Condemnation of the minima jin official and southern ter- 
ritories is a disapproval of what the Director-General did De- 
cember 30, 1919, in defiance of conclusions on the subject reached 
by the Commission in Eastern Live Stock Case, 36 I. C. C. 675, 
decided in December, 1915. In that case the Commission held 
the carriers had not justified a proposal to increase the minima 
on live stock to the figures condemned in this report largely on 
the ground of meagerness of the record, and in the face of the 
fact that in 22, I. C. C. 160, it had approved the requested minima 
for use in western clasification territory. Throughout the re- 
port in this case Commissioner Campbell pointed out that gen- 
erally, the animals transported in western classification terri- 
tory, were sturdier than those shipped in the territory east of 
the Mississippi River, although there was generally no differ- 
ence in the weight. 

Physically it was admitted 22,000 pounds could be loaded, 
but the damage caused by killing and crippling was greater than 
the extra cost caused by lighter loading. Testimony was offered 
that in a shipment of lambs from Louisville to New York, made 
for experimental purposes, in a car loaded to the minimum, 
handled on schedule time and with proper care for the lambs, 
45 were dead when the car arrived at New York. The report 
said, however, the number of dead and crippled is appreciable, 
even when there is no overloading. 

At the time the Director-General increased the minima, for 
use in double-deck cars, he lowered the minima for single decks, 
the idea being that the increase could be stood by the packers 
shipping from stockyards, while farmers shipping from country 
stations, generally in single-deck cars, because they had not the 
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animals at all times to load to the minima, would be benefited 
by the reduction in the minimum on standard single-deck cars 
from 14,000 to 12,000 pounds; and that the net effect on the 
revenues of the carriers would be the cancellation of the loss on 
the single-deck cars by the increase on the double deck. 

The decision respecting mixed carloads was made notwith- 
standing that the question of the intrinsic reasonableness of the 
rules pertaining to mixed carloads is before the Commission 
on what it calls a broader record in that part of Minimum 
Weights on Live Stock in Mixed Carloads, 64 I. C. C. 546, specific- 
ally reserved for future consideration on a broader record. In 
coming to the conclusion that a change should be made in the 
rule for computing charges on mixed carloads of live stock, the 
Commission justified its departure from the general rule for 
computing such charges on the ground that while the cost of 
transporting mixed shipments of live animals might be some- 
what greater than when moved in straight carloads, the rail- 
roads had failed to introduce any definite or convincing data 
bearing upon the difference in cost to justify the considerably 
higher charges now imposed. 


LIVE STOCK AND PRODUCTS 


In order to clear its docket of a case that has long been 
standing idle, the Commission has discontinued No. 8436, live 
stock and products case. This proceeding involved a general 
investigation of live stock and packing house products, but was 
never actively prosecuted. At the same time the Commission 
removed from the investigation in No. 8436 several proceedings 
that had been docketed therewith. These proceedings were No. 
4262, in the matter of the investigation of alleged unreasonable 
rates and practices involved in the transportation of live stock, 
packing house products, and fresh meats from various south- 
western points to packing houses, and thence to various desti- 
nations; No. 4004, Corporation Commission of Oklahoma vs. 
Abilene & Southern et al.; I. and S. No. 36, in the matter of the 
investigation and suspension of advances in class and commodity 
rates between stations in Oklahoma and Texas; I. and S. No. 31, in 
the matter of the investigation and suspension of certain in- 
creases in rates for transportation of cattle to Oklahoma City, 
Okla.; I. and S. No. 56, in the matter of the investigation and 
suspension of advances in rates by carriers for the transporta- 
tion of packing house products; I. and S. No. 93, in the matter 
of the investigation and suspension of advances in rates on 
fresh meats and packing house products from Wichita, Kan., to 
points in Louisiana and between other points; and I. and S. No. 
143, rates on fresh meats and packing house products from 
Oklahoma City, Okla., and other points to points in New Mexico. 
These proceedings will be considered and finally disposed of 
tcgether. 





PAPER CASE REPORT AMENDED 


The Commission has amended its findings and order in No. 
11864, Oklahoma Paper Company et al. ‘vs. Director-General et 
al., by an additional finding that rates on box board and fiber 
board, from Chicago and St. Louis to Oklahoma City, were, are, 
and for the future will be unreasonable, to the extent that they 
exceeded, exceed, or may exceed the contmporaneous rates on 
boxes, knocked wown, and binder board, from and to the same 
points. The defendants have been ordered to put in rates in 
compliance with this finding by September 1, on 30 days’ notice. 


VIEWS ON CONSOLIDATION 


The Trafic World Washington Bureau 


Agitation on the Pacific coast, particularly California, for 
action by the Commission to prevent the dismemberment of the 
Southern Pacific in obedience to the decision of the Supreme 
Court of the United States holding the merger of the Southern 
Pacific and the Central Pacific to be in violation of the Sherman 
anti-trust law, it is believed, will have a considerable effect on 
the Commission’s handling of the parts of the transportation 
law directing it to prepare a general plan for the consolidation 
of the railroads of the country into a limited number of systems. 
Two views as to the nature of the consolidation sections are 
developing with considerable rapidity. 

One is that they are restrictive. The other is they are liber- 
ative. One view is that henceforth no consolidation can be 
made except on a permit, revocable in its nature, the major con- 
dition in which shall be that the consolidation is permitted only 
until such time as the Commission may frame its general plan. 
The other is that the law provides merely a plan for bringing 
about the consolidation of railroads that, by the present anti- 
trust laws, are incompatible; and that unless the anti-trust laws 
forbid consolidations the consolidation sections of the transporta- 
tion law have no application. It is admitted by those holding 
that view that, under pretense of regulating or supervising the 
issuance of securities, the Commission could prevent the consoli- 
dation of properties which, by no stretch of imagination, could be 
free from restraint by the anti-trust statutes. 

The Commission, thus far, has been acting on the theory that 
the provisions were restrictive; that consolidations could be 
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authorized only on the condition that they would be subject to 
any general plan hereafter to be prescribed by it. 

In the recent hearing before Commissioner Hall, Examiner 
Healy and Professor Ripley, Commissioner Hall used language 
that could be used by each of the two parties the consolidation 
sections are creating as supporting its views. June 15 he urged 
Forney Johnston to make a full record as to the desires of the 
Seaboard Air Line lest failure so to do would amount to the erec- 
tion of barriers around that carrier beyond which it might at 
some time in the future purpose to go only to be held in restraint 
by the record made by it in this case. The next day he ex- 
pressed the view that the statute was not restrictive unless made 
so by the action or failure of the carrier to act. 

The first view was expressed while the commissioner was 
showing a lack of satisfaction with the failure of the Seaboard 
to suggest an alternative plan to be considered by it should it 
agree with the contention of the Seaboard that it should not be 
put into a system with the Illinois Central. Mr. Johnston said 
he thought the suggestion of a substitute plan was a little wide 
of the inquiry in which he was then engaged. 

“Unless the Seaboard wants to forego any prospect of accre- 
tion, except as it may build out its own extensions, it should 
present here, as an alternative to what is here, some system in 
which it thinks it could grow and attain its development,” said 
Mr. Hall. 

“T must say, Mr. Commissioner, that we did not gather thai 
that was obligatory in these hearings,” said Mr. Johnstton. 

“There is nothing obligatory,” said Commissioner Hall, “but 
the statute is obligatory to the extent that it says that inside 
the system a consolidation may take place; and outside, that is. 
across the lines of those systems, it may not take place. I did 
not put that there. It is Congress which has put it there, and 
you know it just as well as we know it. You are here to make 
whatever record you may think will be useful to you in times to 
come.” 

The second view was expressed when the meaning of the 
statute was again discussed the next day. It was discussed be- 
cause Mr. Johnston said that a railroad could hardly be expected, 
at the first hearing, to place before the Commission all its 
hopes and plans for the future. He said it should be understood 
that whatever plan the Commission might adopt would be sub- 
ject to modification. He said the Seaboard managers would be 
very apprehensive if they thought the Commission would, on this 
record, set up a final bed for the Seaboard to lie in without 
any further opportunity to make its wants known. 

“Let me say that as I construe the statute,” said Mr. Hall, 
“the intent of it is to provide a way by which the restraint of the 
the anti-trust statutes and others may no longer prevent what 
may be otherwise desirable. This is supposed to be a general 
survey of the field in which every carrier will have an opportu- 
nity to indicate into what system it thinks it should fall if these 
systems be developed, and within what limits it ought to be free 
to make arrangements with other carriers, if it can, as time de 
velops and opportunity affords. 

“I do not understand that it is restrictive unless the carrier 
makes it so. If the carrier undertakes to say ‘our line should 
constitute one system’ in the wording of the statute—‘and in 
that system should not be included anything else except our 
line’ you can provide that for every one of the class I roads. 
Then you can keep on, with the result that we would have in the 
United States as an end of this complete plan anywhere from a 
hundred to seventeen hundred different systems. That, plainly, 
is not the contemplation of this statute. 

“T understand that the intent of the statute is to make—I 
am not defining it now—I am simply speaking of some of the 
features that seem to disclose themselves in that statute—there 
is intended to be a canvass ‘by this Commission of the general 
railroad plant of the United States aided by the evidence that 
would be put before it, to’ indicate the systems into which it 
might be expected that mutual interest, or public interest, let 
us say—the best service to the public—would lead to a gradual 
consolidation of the separate entities now existing, although they 
are not strictly entities.” 


PETITIONS FOR REHEARING 

Complainant in No. 13046, Memphis Freight Bureau for A. B. 
Falk & Company vs. Director-General, Alabama & Vicksburg, has 
asked for a rehearing of that case. 

Stating that he believed that the Commission should abide 
by the stipulation of the parties of record, upon which the case 
was submitted, the Director-General has asked the Commission 
to reconsider its report on No. 11535, Atlantic Refining Com- 
pany vs. Director-General, New York Central et al. The stipu- 
lation between the parties, the Director-General said, specifically 
submitted to the Commission only the question as to what rates 
were legally applicable and made no reference to the reason- 
ableness of the rates involved. The complaint, however, al- 
leged that the rates in question were illegal and unreasonable. 
The Commission, in its decision, found them to be unreasonable 
and awarded reparation. The Director-General said that if the 
Commission was not willing to abide by the stipulation it should 
grant a further hearing in order that proper evidence may be 
submitted with reference to the reasonableness of the rates. 
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RATES ON RICE 


Condemnation of the charges assessed on three carloads 
of rough rice, from Clarendon, Ark., to Kaplan, La., as unreason- 
able, has been proposed by Examiner Fred N. Oliver in a report 
on No. 12683, A. Kaplan vs. Director-General, C. R. I. & P., et al. 
Charges were collected at a rate of 69.5 cents. Where the rail- 
road agent got that rate was not disclosed in the report. Oliver 
found that the fifth class rate of 81.5 cents was the one legally 
applicable, so the shipments really were undercharged, notwith- 
standing the collection of charges that yielded 98 cents per car- 
mile. 

No defense was undertaken by the Railroad Administration, 
the principal defendant, because the shipment was made in 
January, 1920. The Railroad Administration, however, moved to 
dismiss on the ground that not all the carriers that participated 
in the transportation were named. The examirier said the Com- 
mission repeatedly had ruled that it could award reparation even 
though some roads participating in the transportation had not 
been made parties to the case. 

Oliver said the Commission should hold the charges unrea- 
sonable to the extent they exceeded those that would have 
accrued at a rate of 27.5 cents. That would have been the rate 
had the carriers applied the scale it prescribed for use in that 
part of the country, in Lake Charles Rice Milling Co. ws. A. & 
N., Gs i, €..C. #8. 

The complainant, doing business at the town named after 
him, contended the applicable rate would have been a combina- 
tion of the commodity rate from Clarendon to Lake Charles of 
25 cents plus the maximum intrastate scale rate of 19 cents. 
The examiner thinks the Commission, in its report on the case, 
should call attention to its position that such a combination was 
not legally possible and that therefore the rate imposed was not 


in violation of the aggregate of intermediates part of the fourth 
section. 


RATES ON COTTONSEED OIL 


Reparation on account of overcharges and unreasonable rates 
on solidified cottonseed oil in bags has been recommended by 
Examiner P. E. Gault in a report on No. 12422, Lookout Oil & 
Refining Co. vs. Alabama & Vicksburg, Director-General et al. 
He said the Commission should hold unreasonable rates from 
Chattanooga to East St. Louis and Sherman, Tex., and that four 
cars to Chicago and one to East St. Louis were overcharged. 
The allegation was the rates were unreasonable to the extent 
they exceeded the rates contemporaneously in effect on cotton- 
seed, liquid, in barrels or tank cars, from and to the same points. 

The examiner said the shipments were billed either as 
stearin or cottonseed stearin, but that they were cottonseed oil, 
solidified, a flaky substance produced by passing hydrogen gas 
through cottonseed oil. Commercial cottonseed stearin, the ex- 
aminers said, was liqueform at ordinary temperatures, and could 
not be satisfactorly shipped in bags,,except under refrigeration. 
The rates imposed, he said, in some instances were higher and 
in some instances lower than those applicable to the commodity 
really shipped. 

Cottonseed oil rates were made applicable to solidified eot- 
tonseed oil in August and September, 1919, some before and 
some after the shipments in question moved. 

Examiner Gault based his recommendation for a holding of 
unreasonableness on the Commission’s decision in Swift & Co. 
vs. Director-General, 61 I. C. C. 457, in which it held sixth class 
rates on solidified oil unreasonable to the extent it exceeded 
the contemporaneous commodity in barrels or tank cars, at 
the same minimum weight. 

It was testified in this case that, if necessary, the solidified 
oil could be shipped in open-top equipment, being practically 
free from all the infirmities characterizing liquid oil. 


COAL TO BUFFALO AND LOCKPORT 


Examiner I. L. Koch has proposed, in a report on No. 12560, 
Lackawanna Steel Company et al. vs. Director-General, Penn- 
sylvania et al., a holding that rates on soft coal from the Rey- 
noldsville, Pittsburgh, No. 8, and Cambridge districts, to Buf- 
falo, and points taking the same rates are not unreasonable; 
that the rate on soft coal from the Connellsville district to 
Buffalo and points taking the same rate will be unreasonable 
in the future to the extent that it exceeds the rate from the 
Pittsburgh district by more than 6 cents per ton; and, finally, 
that the rates from the Reynoldsville, Pittsburgh, Connellsville, 
No. 8, Cambridge, and the Middle districts are unduly preju- 
dicial to Lockport, N. Y., to the extent they exceed the con- 
temporaneous rates to Buffalo. The report also covers No. 
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12560 (Sub-No. 1), Seneca Iron & Steel Co. et al. vs. Pennsyl- 
vania et al., and No. 13287, Covert Gear Co., Inc., vs. Penn- 
sylvania et al. 

One chief effect of the report, if adopted by the Commission, 
would be to narrow the existing arbitrary, Connellsville over 
Pittsburgh, from 14 to 6 cents. Before the percentage increases 
in rates the spread was 15 cents. At one time it went down 
to 10 cents, but after rates resulting from Ex Parte 74 settled 
down, it was made 14 cents. 

Extension of the Buffalo rate to Lockport, on the ground 
of undue prejudice, Koch said, should be made for the same 
reasons that had actuated carriers in extending the Buffalo 
rates to Lockport on all classes and commodities other than 
coal and coke, namely, to enable Lockport people to compete 
with rivals in Buffalo. Recently, he pointed out, the Erie and 
the New York Central had extended the Buffalo rates on coke, 
from points in eastern Ohio and western Pennsylvania, to Lock- 
port. He said the refusal to extend the Buffalo rates to Lock- 
port, on coal and coke traffic involved in these complaints, could 
not be condemned on any ground other than undue prejudice, 
although the claimants were asserting them to be “relatively 
unreasonable.” Primarily, he said, the issue was of undue 
prejudice. 

“The broadening of competitive fields,’ said Koch, “is often 
helpful in the development of both commerce and traffic, but 
when the carriers, for competitive reasons, voluntarily extend 
such fields to include some points and with respect to some 
commodities, consistency demands that other points and com- 
modities which are equally affected by competitive conditions be 
accorded the same treatment.” 


LINE HAUL SERVICE 


In a report on No. 12550, Barrett Co. vs. Director-General, 
Pennsylvania et al., Examiner Peter C. Paulson has proposed 
the Commission shall hold that the Ligonier Valley performs 
a line-haul service on shipments of rags, waste paper, cotton- 
seed shavings, cotton linters, inbound, and unfinised roofing 
paper, outbound, Kingston, Pa., to various interstate destina- 
tions and not a switching service, which the Pennsylvania le- 
gally could absorb or be bound to absorb. 

The allegation was that the rates between Kingston and 
Latrobe, Pa., the first mentioned a point on the Ligonier Valley, 
and the latter the junction point between the Pennsylvania 
and the Ligonier Valley, on the raw materials inbound, and 
the product of the cemplainant’s’ mill at Kingston outbound, 
were and are unreasonable, and that the rates of absorption 
by the Pennsylvania, of the charges of the Ligonier Valley, has 
resulted in rates since June 25, 1918, which were and are un- 
reasonable. Paulson proposed the following holdings: 

That certain shipments were overcharged; that the move- 
ment between Kingstown and Latrobe, a distance of about 3.5 
miles, is a line-haul and not a switching movement; that the 
Pennsylvania should discontinue its practice of absorbing a part 
of the Ligonier Valley charges because absorption of charges 
for line-haul movements is not a proper form of tariff publica- 
tion; that certain rates were unreasonable to the extent they 
exceeded the combination to and from Latrobe minus the ab- 
sorption by the Pennsylvania; and that others were unreason- 
able by reason of the unreasonable factors charged by the 
Ligonier Valley. He said the present rates and charges should 
be held not unreasonable. 

The Ligonier Valley is a short line railroad about 16 miles 
long. Until sixteen or seventeen years ago, the mill of the com- 
plainant was situated at Latrobe. It was moved from that point 
to Kingstown when, and by implication, the Pennsylvania 
agreed to absorb the charges of the Ligonier Valley, the 
idea being that the mill should be continued as an industry 
upon the rails of the Pennsylvania. Absorption tariffs were 
filed and for the period of time indicated the arrangement was 
carried out. The change came during federal control. The 
Ligonier Valley was relinquished from federal control in June, 
1918. Thereupon it increased iis charges, claiming the rates 
which the Pennsylvania had theretofore been absorbing in full 
would not pay operating costs. The Pennsylvania declined to 
increase its absorptions. The result was an increase in the 
charge on rags and waste paper of about $4.63 per car and $7.83 
rer car on roofing paper. 

Since the increases the Ligonier Valley has reduced its local 
rate on paper stock from 5.5 to 4.5 cents. It also admitted that 
imposing a class rate of 9 cents on cottonseed hull shavings 
prior to August 26, 1920, and 12.5 cents thereafter to February 
21, 1921, was unreasonable because the shavings were paper 
stock and entitled to the same rates as other raw materials. In 
summing up his report, Paulson said: 
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Complainant’s position is apparently that a duty devolved upon the 
Pennsylvania to absorb all reasonable charges of the Ligonier Valley 
because of the long continued practice prior to June 25, 1918. In so 
far as the record discloses, the extension of the Latrobe rates to 
Kingston was a concession on the part of the Pennsylvania, made in 
order to retain the plant as tributary to its rails. The absorption by 
the Pennsylvania has not been decreased. The trunk-line rates to or 
from Latrobe are not attacked. Joint rates are not asked. In so far 
as these pleadings and record are concerned, it is incumbent on 
defendants only to justify the rate effective between Latrobe and 
Kingston as a factor of the through rate. 

Complainant paid and bore the freight charges on the outbound 
shipments. <A portion of the inbound shipments were bought at 
prices which included an amount sufficient to pay the freight charges. 
‘The complainant paid the freight charges in some cases and deducted 
them from the invoices and in others the consignor prepaid the freight 
charges. Complainant did not bear the freight charges as such on 
these inbound shipments. Other inbound shipments were sold free on 


Raaee point of origin on which complainant paid and bore the freight 
charges, 

The Commission should find that rates applicable on complainant’s 
traffic subject to the eastbound guide book were unreasonable to the 
extent that they exceeded, prior to March 26, 1920, the combination 
of rates to and from Latrobe less the absorption and that collection of 
undercharges on this traffic should be waived. It should find that 
otherwise the rates assailed were and are not unreasonable except to 
the extent that the factor of 5.5 cents per 100 pounds of the Ligonier 
Valley applicable between Latrobe, Pa., and Kingston, Pa., on ship- 
ment of rags, waste paper and roofing paper to and from interstate 
points from August 26, 1920, to February 1, 1921, exceeded 4.5 cents 
per 100 pounds, and to the extent that the factors of the Ligonier 
Valley applicable on shipments of cottonseed hull shavings and cotton 
linters from Latrobe to Kingston exceeded the contemporaneous rates 
herein found reasonable on rags, waste paper and roofing paper. 


UNDUE PREJUDICE TO BE REMOVED 


A finding of undue prejudice but no damage, has been recom- 
mended by Examiner John H. Howell, in a report on No. 13422, 
Lester & Toner, Inc., vs. Long Island Railroad Company et al., 
as to rates on crushed: oyster shells from Greenport, L. I., to 
points in Pennsylvania and New York. Howell said the Com- 
mission should hold them unduly prejudicial to the extent the 
rates from Greenport exceeded and exceed the rates contempo- 
raneously maintained from Philadelphia and Baltimore by 
amounts greater than the difference between the contempo- 
raneous sixth class rates from the respective points of origin 
to the destinations in question. He also recommended an order 
directing the removal of the undue prejudice, and the dismissal 
of the complaint when that had been done. 


CASTOR OIL RATES TOO HIGH 


First class rates on refined castor oil in bottles, carloads, 
from Undercliff, N. J., to Chicago, Examiner John A. McQuillan 
has recommended for condemnation as unreasonable, in a report 
on No. 13316, Spencer Kellogg & Sons, Inc., vs. West Shore 
et al. He also recommended reparation on five carloads shipped 
between June 4, 1920, and November 22, 1921. He did not rec- 
ommend an order establishing third class for the future, con- 
tenting himself with pointing out that in Upjohn Co. vs. Director- 
General, 63 I. C. C. 371, the Commission held the third class 
rate on drugs and medicines from Kalamazoo to New York was 
not unreasonable. Third class from Undercliff to Chicago was 
75 cents prior to August 26, 1920, and $1.05 thereafter, to which 
he though reparation should be ordered. 


RATES ON COAL 


Examiner F. W. McM. Woodrow, in No. 13097, Standard Port- 
land Cement Co. vs. Director-General, as agent, has recommended 
a holding that rates on coal, during federal control, from Dora, 
Empire, Carbon Hill and Townley, Ala., to Leeds, Ala., via the 
Frisco and Southern were not unreasonable, but that the rates 
via the Frisco and Central of Georgia were unreasonable. The 
rates via the first-mentioned routes, the examiner said, were 
not unreasonable on account of the difficulties involved in mov- 
ing the coal through Birmingham. As to the rates he said should 
be held unreasonable, he said they should be condemned because 
they exceeded the combination of locals of $1.35 and $1.45, re- 
spectively. He said reparation should be made to the basis of 
the rates mentioned. 


RATES ON SOFT COAL 

A finding of undue prejudice and an order to remove it 
have been recommended by Examiner Warren H. Wagner, in a 
report on No. 12898, Illinois Coal Traffic Bureau vs. Alton & 
Southern et al., as to the rates on soft coal, from mines in the 
southern Illinois and Danville district to Omaha, South Omaha 
and Council Bluffs. He said the carriers should be required 
to make rates from the southern Illinois and Danville district 
not more than 22.5 cents over those from the Belleville district; 
from the Murphysboro district, not more than 20 cents over the 
Belleville district rates; and from Centralia and DuQuoin not 
more than 7.5 cents over the basic rates. 


RATE ON RACE HORSES 
Examiner Fred N. Oliver has advised the dismissal of No. 
13366, A. L. Derby vs. Kansas City Southern et al., on a holding 
that the rate on six race horses, shipped from Clarksville, Ark., 
to Shreveport, La., in October, 1920, was not unreasonable. In 
connection with this complaint the examiner considered parts 
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of fourth section applications Nos. 621 and 629, made by Leland, 
for permission to continue to charge lower rates on horses and 
mules, from Kansas City and St. Louis to Shreveport than main- 
tained at intermediate points. The examiner said fourth sec- 
tion relief should be denied, although the violation in the case 
of the shipment at bar, was technical, because, while the horses 
did not move through Clarksville, the routing was not restricted 
and the shipments might have been routed through that point. 








RATES ON OIL TO MINNEAPOLIS 


A holding of unreasonableness and an award of reparation 
have been advised by Attorney-Examiner Charles F. Geary, in 
a report on No. 13206, Minneapolis Gas Light Company et al. 
vs. Director-General, as agent, as to the rates on crude, fuel 
and gas oils, from points in Kansas, Oklahoma, Texas and Lou- 
isiana to Minneapolis. He said the rates should be held un- 
reasonable to the extent they exceeded more than 5 cents 
under the rates on refined oils. in accordance with its opinion 
in Midcontinent Oil Rates, 36 1. C. C. 126. 





RATES ON CRUDE OIL. 


A holding of unreasonableness and an award of reparation, 
as to a rate of 32 cents on crude oil from Ranger, Tex., to Coffey- 
ville, Kans., has been recommended by Examiner Howard C. 
Faul, in a report on No. 12170, National Refining Co. vs. Director- 
General, M. K. & T. et al. Seven tank cars of crude were 
shipped by the complainant, December 2, 1918. The shipper 
claimed the rate was unreasonable because more than 2.5 cents 
above the rate from Burkburnett. It, however, claimed rep- 
aration only to the basis of a rate of 27 cents established Janu- 
ary 15, 1919, ignoring the rate of 23 cents established in Octo- 
ber, 1919. The examiner said the Commission should regard 


the rate of 27 cents as reasonable and award reparation to that 
basis. 








RATES ON GASOLINE 


An order of dismissal has been recommended by Examiner 
R. L. Shanafelt, in a report on No. 13286, Empire Refineries, Inc., 
vs. Director-General, Midland Valley et al., on a holding that a 
rate of 30 cents on casinghead gasoline from Tallant to Ponca 
City, Okla., intrastate, in March, April and May, 1919, was leg- 
ally applicable and not unreasonable. The routing was designated 
by the shipper. Contemporaneously over an interstate route a 
rate of 25.5 cents applied. The complainant contended that Gen- 
eral Order No. 1, requiring the hauling of traffic via the most ex- 
peditious routes, made the lower rate the legal rate to apply. 
Shanafelt said that while General Order No. 1 did not attempt to 
deprive a shipper of the rate applicable over the route desig- 
nated by a shipper, it did not provide for the application of a 
lower rate applicable over another route, when, as in this case, 
the shipments actually moved designated routes via which a 
higher rate applied. 


RATE ON PETROLEUM DISTILLATE 


Applicable fifth class rates of 59 and 63 cents on petroleum 
distillate, from Wichita Falls, Tex., to Oilton and Dewey, Okla., 
between November, 1918, and May, 1919, Examiner C. I. Kephart 
said, in a report on No. 12466, Mid-Co. Gasoline Co. vs. Director- 
General, Missouri, Kansas & Texas et al., should be held un- 
reasonable to the extent they exceeded 39.5 cents. He said 
reparation should be awarded to that basis. A rate of 22.5 cents 
was collected. That was the rate on crude from Wichita Falls 
to Oilton. Ever since that time the Director-General has been 
trying to collect undercharges. The recommendation of 39.5 
cents was in accordance with an offer of the complainant to 
settle the case, although in Western Petroleum Refiners’ Asso- 
ciation vs. Director-General, in which the complainant in also 
a complainant, the Commission said 30.5 cents would have been 
a reasonable rate from Wichita Falls to the group in which 
Dewey and Oilton are situated, 66 I. C. C. 426. 


RATE ON STEEL PLATES 
Attorney-Examiner W. B. Hunter has recommended the dis- 
missal of No. 12531, Arkansas Natural Gas Co. vs. Director- 
General, Louisiana & Arkansas et al., on a finding that the rate 
on steel plates, from Leetsdale, Pa., to Minden, La., between 
December 30, 1919, and March 8, 1920, was not unreasonable or 


otherwise unlawful. A rate of 69 cents was assessed and col: 
lected. 


CHICAGO UNION STATION BONDS 


The Commission has authorized the Chicago Union Station 
Company to issue, and its proprietary companies to guarantee, 
$6,150,000 of first mortgage 5 per cent bonds which are to be 
sold at not less than 97 per cent of par, to provide money for 
completing the company’s union passenger station in Chicago. 
The proprietary companies are the Burlington, C. M. & St. P., 
the P. Cc. C. & St. L. and the Pennsylvania Company. The bonds 
are to mature July 1, 19638. 
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July 1, 1922 


AGRICULTURAL INQUIRY REPORT 


The Trafic World Washington Bureau 


The Joint Commission of Agricultural Inquiry this week sub- 
mitted to Congress that part of its report relating to transporta- 


tion—probably the most voluminous document ever prepared on . 


the subject of transportation by a governmental agency. 

The scope of the report may be indicated by the following 
statement of the major subjects covered in detail therein. Eco- 
nomic relationship of agriculture, industry and transportation; 
transportation by steam railroad; railroad management and or- 
ganization; railroad finance; railroad express company; parcel 
post; electric railways; highway transportation; transportation 


_ by water; federal and state regulation of transportation; foreign 


railway systems and history of railway transportation. 

The report is replete with charts and tables which support 
the conclusions reached by the commission. 

The preparation of data for the report was begun August 1, 
1921, under the general supervision of Donald D. Conn, chief of 
the transportation division of the commission. The members of 
the commission are Representatives Anderson (chairman), Mills, 
Funk. Sumners and Ten Eyck, and Senators Lenroot, Capper, 
McNary, Robinson, and Harrison. 

Summaries of the report have appeared heretofore in The 
Traffic World. Following are the recommendations and conclu- 
sions of the commission as set forth in the report, some of which 
have heretofore been made public: 


Recommendations 


The Commission makes the following recommendations: 

1. That the transportation rates on many commodities, more espe- 
cially the products of agriculture, bear a disproportionate relation to 
the prices of such commodities; that there should be immediate reduc- 
tions in transportation rates applied to farm products and other basic 
commodities; and that reductions in rates upon the articles of higher 
value, or upon tonnage moving upon so-called ‘‘class rates,’’ are not 
warranted, while the rates upon agricultural products and other basic 
commodities remain at their existing levels; that greater consideration 
should be given in the future by public rate-making authorities and 
by the railroads in the making of transportation rates to the relative 
value of commodities and existing and prospective economic conditions. 

2. That the pyramided per cent advances in rates which have been 
authorized by the Interstate Commerce Commission or made by the 
United States Railroad Administration caused the dislocation of long- 
standing rate relationships between rates upon agricultural and indus- 
trial products between competitive enterprises and competitive sec- 
tions of the country; that the railroads and the public rate-making 
bodies should seek to readjust rates of the country so as to preserve 
so far as practicable the general relationship of rates existing prior 
to 1918, with due regard to present and future changes in economic 
conditions. 

38. That in establishing the general level of rates and commodity 
and class rates the Federal and State regulatory bodies give greater 
consideration to existing and prospective economic conditions and to 
the relationships existing between the price level of commodities and 
the level of transportation rates as well as the relationship existing 
between the price of different commodities, the weight of such com- 
modities, and the space required for their transportation. 

4. That regional agencies of the Interstate Commerce Commission 
be established whose duty it shall be to consider and adjudicate ques- 
tions of regional application and to co-operate with the State commis- 
sions with a view to minimizing conflicts between State and Federal 
regulations as to rates, facilities, and practices; that the State com- 
missions have representation in such regional agencies in all cases in 
which intrastate rates, facilities, and practices over which the State 
commission has jurisdiction may be affected. 

5. In view of the conclusion of the International Joint Commission, 
this commission recommends that the Government enter into imme- 
diate negotiations with the Dominion of Canada for the conclusion of 
a treaty for the improvement of the St. Lawrence River, through a 
commission directed to make the further study suggested by the Inter- 
national Joint Commission, and authorized to vroceed with the work 
if its plans, including a plan of financing, shall be approved by Con- 
gress and the Dominion of Canada. : 

6. Complete standardization as rapidly as possible of all freight 
—— except with respect to cubical and weight-carrying *ca- 
pacity— 

(a) To reduce the initial cost. 


(b) To reduce the number of necessary repair parts. 
(c) To facilitate the repair of cars and the movement of trains. 
(d) To make possible economies in maintenance of freight equip- 
ment. 
(e) To reduce empty-car mileage on bad-order cars. 
7. The unification and joint operation of facilities at terminals 
wherever such unification and joint operation will result in economy 
and better service. 


Central Control of Cars 


8. Prompt consideration and adoption of a comprehensive plan for 
central control and distribution of freight cars— 

(a) To meet currently and in full the requirements of shippers in 
each and every section of the country. 

(b) To reduce empty-car mileage except that made necessary to 
protect originating territory. 

(c) To meet demands in originating territory currently by a bal- 
ancing movement of loaded and empty cars. 

9. That railroads and shippers co-operate to secure the full utili- 
zation of the carrying capacity of cars wherever possible. 

10. That the supply of box cars, coal cars, stock cars, and refriger- 
ator cars is inadequate to meet the demand during normal periods of 
activity and should be rapidly augmented. 

11. That special consideration should be given to increasing the 
available number and efficiency of refrigerator cars. Older and ineffi- 
— P ia of refrigerator and heater cars should be progressively 
retired. 

12. That the number of cars in bad order exceeds all previous 
records, and unless bad-order cars are promptly repaired, the supply 
of serviceable cars will be materially impaired. 

13. That a large proportion of the cars being used in interline 
movement are box cars and should be made fit for bulk grain loading; 
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and all other classes of freight equipment should be promptly made 
suitable for all requirements, including general interchange through- 
out the country. 

14. That the number of locomotives operating and owned by some 
railroads is inadequate to meet the need during business activity and 
it should be augmented. 

15. That there is need for increase in terminal facilities generally, 
and that special consideration should be given to an increase in facili- 
ties at ports, including facilities for handling coal at tidewater. 

16. That there should be complete correlation of ore and coal facili- 
ties at Lake Erie ports. 

17. That permanent joint railroad and shippers‘ committees be 
organized to co-operate in carrying on a nation-wide campaign to 
reduce loss and damage of goods in transit. 

18. That freight-revenue divisions should be promptly revised to 
the basis of two-figure percentages. 

19. That regional clearing houses be established for the current 
settlement of debts and credits growing out of rate divisions. 

20. That the railroads should adopt universal through waybilling 
of interline freight. 

21. That the railroads be required to maintain complete cost data 
covering each item of expense with particular reference to the main- 
tenance of equipment. 

22. That the railroads be required to adopt better systems for 
checking the extent and value of repairs to equipment when made by 
lines other than the line owning the car. 

x That the railroads of the country establish regional traffic ex- 
ecutives. 


Public Relations 


24. That the relations between the public and the railroads be im- 
proved, and a closer contact and better understanding established 
through the organization by the railroads of public relations depart- 
ments, so that wherever possible conflicts between persons, industries, 
or localities and the railroads with respect to rates, facilities, and 
practices be settled by informal negotiation, with a view of reducing 
the necessity of resort to formal complaint and adjudication before 
the Interstate Commerce Commission. 

25. That the Interstate Commerce Commission be directed by Con- 
gress as a part of its continuing duties to investigate the develop- 
ment and correlation of the various systems of transportation and 
their relation to agriculture, industry, trade, and commerce, and report 
to Congress from time to time as to the correlation of such transporta- 
tion facilities and their better relation to agriculture, industry, trade, 
and commerce. 

26. That the bill ‘‘To provide for classification of civilian positions 
within the District of Columbia and field service’’ (H. R. 8928) shall 
not apply to the employes of the Interstate Commerce Commission, 
but if the Interstate Commerce Commission employes are included 
under the classification bill, due regard shall be given to the peculiar 
character of the organization of the commission and the classification 
and duties of its employes. 

27. That Congress continue to promote an adequate program of 
highway construction and maintenance, directed to the more effective 


— of highway transportation with rail and water transpor- 
ation. 


28. That the program of highway construction and the mainte- 
nance by States and counties be continued under the direction of 
qualified experts with particular reference to the construction and 
maintenance of farm-to-market roads. That the program of appro- 
priations for research into methods of road construction and mainte- 
nance, density, character, and the effect of traffic be continued and 
regulation of traffic based upon the facts ascertained by such research. 

29. That the several States co-operate in effecting a uniform basis 
for taxing motor trucks and other motor vehicles which shall fairly 
represent the reasonable proportion of the cost of highway construc- 
tion and maintenance chargeable to such vehicles. 


30. That a study be made of postal rates with a view of a readjust- 
ment of charges and the removal of present rate inconsistencies, 


31. The Commission makes no recommendation with respect to 
Government aid to American shipping, but if Government aid is given 
to American shipping it ought to be given in such a way that the 
amount of such aid may be definitely known, and should be limited to 
such aid as will fairly represent the difference in capital and operating 
cost required by higher American standards and more burdensome 
navigation regulations, compared with foreign capital and operating 
costs and foreign navigation regulations. 


Findings of the Commission 


The Commission makes the following findings: 

_1. That freight rates upon perishables normally take about one- 
third of the selling price, frequently running as high as two-thirds: 
that these rates in periods of. low-price levels and slight demand 
constitute a very heavy burden upon this traffic. This is especially 
true, owing to tthe average length of haul of these commodities. 


which was shown to be more than 1,400 miles in a study of 9,476 
shipments. 


2. Prices of canned goods are practically back to pre-war levels. 

The existing freight cost per case is substantially lower in relation- 
ship to value of the product than the. freight cost of the so-called 
basis commodities, including grains. 

There is nothing in the Commission’s investigation to show that 
rate reductions on canned goods should have preferential treatment 


while the rates on so many basic commodities remain at their exist- 
ing levels. 1) 


| owl (lS 

8. That rates and sales margins on hay have been abnormally high 
in recent months and have greatly restricted its distribution. Reduc- 
tion in both rates and margins must be had before there will be a nor- 
mal resumption of shipments of hay, and in order that the producer 
may obtain a reasonable portion of the final sales price. 

4. That freight rates on highly fabricated articles of wearing ap- 
parel, such as boots, shoes, dry goods, men’s and women’s suits, etc., 
are not a material factor in increasing or reducing prices of these 
commodities. The freight rate is frequently absorbed by the mer- 
chant, and where it is not so absorbed, but is made a part of the cost 
basis upon which margins and profits are figured, represents so small 
a proportion of the final sales price as not to be a material factor in 
the increase or reduction of such prices. 


Need for Public Education 


5. That imperative need exists for the organization of the statis- 
tics and knowledge of transportation and its relation to agriculture, 
industry, trade, and commerce through the establishment of private 
research and educational institutions under disinterested auspices for 
the purpose of promoting education in the principles, operations, and 
practices incident to transportation. 

6. That greater uniformity is desirable in the requirements of 
State legislation and State regulatory bodies in regard to the length of 








18 THE TRAFFIC WORLD 


trains and crews required to man trains of different lengths and simi- 
lar requirements affecting operation of railway systems. ; 

7. The aggregate compensation paid to railway employes increased 
151 per cent in 1920 over 1916 and 90.7 per cent in 1921 over 1916; the 
number of employes increased 384,830 in 1920 over 1916, or 23.3 per 
cent; and 14,204 in 1921 over 1916, or eight-tenths of 1 per cent. In 
most cases the aggregate number of hours worked increased in lower 
ratio than the aggregate compensation and the number of employes. 

8. That the increase in efficiency of operation of transportation is 
shown by the fact that in 1890, the first year for which statistics were 
available, for every $100 investment in property 983 tons of freight 
were carried 1 mile and 163 passengers carried 1 mile; whereas in 1920 
for every $100 investment in property 2,063 tons of freight were car- 
ried 1 mile and 231 passengers were carried 1 mile, an increase of 110 
per cent in freight and 50 per cent in passenger traffic for each $100 
of property investment. Property investment as reported to the 
Interstate Commerce Commission has increased 155.82 per cent, the 
tons carried 1 mile 438 per cent, and the passengers carried 1 mile 
295 per cent in the same period. 

9. That in 1921, for each 100 ton-miles yielding revenue the rail- 
roads produced 147.6 nonrevenue and tare ton-miles. The revenue 
producing ton-miles, constituting 40.3 per cent of the total, is there- 
fore supporting nonproductive ton-miles equaling 59.7 per cent of the 
total. That the expense incident to the transportation of nonproduc- 
tive tonnage must be met either by higher freight rates or a reduced 
return to the railroad companies. 

That the significance of this is not generally understood by rail- 
road officials and the public. That economical transportation of the 
products of agriculture and industry require a reduction in the tare 
or waste ton-miles. 


Adequate Revenue Return 


10. That the revenue return to the railroads should be sufficient to 
enable them to sustain the value of their properties put to public use 
and to attract the capital required for the expansion and improvement 
of property, facilities, and service. 

11. That sound railroad finance requires that a larger part of the 
capital necessary for railway development and equipment be secured 
by stock issues instead of by bond issues. 

12. That the issuance of tax-free securities by Federal, State, and 
municipal government should be reduced to the lowest possible limits, 
so that taxation can be reduced and capital be allowed to accumulate 
a at fair interest rates by agriculture, industry, and the rail- 
roads. 

13. That a comparison of the operation of the railroads during the 
period of Federal control and under competitive management in the 
post-war period affords no conclusive basis as to the relative efficiency 
of Government and private operation. The conditions existing in both 
periods have been too abnormal to permit of sound comparison or 
accurate measurement of the relative efficiency in either. An exami- 
nation of the operation of Government-owned railroads in foreign 
countries both before and after the war, however, does afford some 
basis for an estimate as to the relative efficiency with which private 
management in this country and Government management in foreign 
countries have withstood and surmounted the difficulties attendant 
upon the dislocations and the abnormal conditions which followed the 
war period. It may be said that, measured by the relative perform- 
ance and cost of service, private management in this country is more 
efficient at less cost than foreign governmental management. 

14. That the daily, weekly, monthly, and yearly fluctuations in 
shipments of live stock are very material. Railroads, shippers, and 
stockyards should co-operate to bring about a more even distribution 
of shipments at the live-stock markets. 

15. That mine prices, freight rates, and sales margins on both 
bituminous and anthracite coal have very greatly increased since 1913. 
There has been practically no deflation in this industry, although 
prices were somewhat lower in 1921 than in 1920. Coal is an element 
in the cost of production of a very wide range of manufactured prod- 
ucts, and increases in coal prices are promptly reflected and often 
multiplied in the final price of highly fabricated articles. A reduction 
in mine prices, freight rates, and sales ‘margins on coal, especially 
bituminous coal, would probably be promptly reflected in improved 
business conditions. 

16. That fertilizer and phosphate prices are now close to the pre- 
war basis, except for the higher freight costs now prevailing. 

17. That the weighted average of farm implement factory prices 
shows these prices, exclusive of power, equipment, and twine, to be 
41 per cent above 1913; inclusive of power, equipment, and twine, these 
prices are now approximately 20 per cent above 1913. 


Long and Short Haul Clause 


Discussing the long-and-short-haul clause of the Interstate 
Commerce Act, the commission said: 


: In general, the idea of grading charges for transportation upon a 
mileage basis proportionate to the distance between points makes very 
prompt and strong appeal to the sense of justice. Conversely, the idea 
of permitting a greater charge for a short haul than for a long haul 
in the same direction immediately strikes the sense of justice as an 
unjust discrimination. In a country where there is as wide a varia- 
tion of local conditions of competition, both as between industries and 
as between different means of transportation, as in this, the applica- 
tion of a rigid prohibition against charging higher rates for short hauls 
than for long hauls under any circumstances would result in greater 
discrimination and more rigid instruction upon competition as between 
industries and means of transportation than would result from the 
exceptions which might be permitted under a more flexible provision. 

There are five classes of cases in which relief from the prohibitions 
of the fourth section arise. These are the exceptions arising from, 
first, water competition; second, market competition; third, circuitous 
route competition; fourth, competition between ports; and, fifth, com- 


petition between weak and strong lines. 

The commission also urged Congress to adopt a permanent 
policy in respect to the authority of the Shipping Board and the 
Interstate Commerce Commission over rail and water rates. 

Minority views on the recommendation as to the St. Law- 


rence waterways were submitted by Representatives Mills and 
Ten Eyck, both of New York state. 


A CORRECTION 


In The Traffic World of June 24, page 1404, that part of 
the article headed, “Approve Co-operative Plan,” beginning with 
the words, “the following statement,’ was misplaced. It should 


have been a part of the article on page 1428, headed “Port 
Surveys.” 
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VALUATION REPORTS 


In its first tentative valuation reports issued since section 
19a of the valuation act was amended so as to relieve it of 
ascertaining and reporting the so-called cost of reproduction of 
carrier lands, the Commission this week omitted the estimate 
as to that element of value. 

In the case of the Cincinnati, Flemingsburg & Southeastern 
Railroad Company, Flemingsburg, Ky., the Commission found 
the final value, as of June 30, 1917, to be $151,397 for total owned 
property, and $158,497 for total used property. The carrier had 
capital obligations outstanding in the hands of the public on 
date of valuation in the amount of $160,000, of which $100,000 
represented capital stock and $60,000 funded debt. 

The property of the Manistee & Repton Railroad Company, 
Inc., Monroeville, Ala., as of June 30, 1917, was valued at $75,000 
for the total owned, and $117,500 for the total used. The carrier 
had $10,000 in capital stock outstanding on the date of valuation. 
It reported it had no bonded indebtedness. The Commission 
found that it was indebted on the date of valuation to the Louis- 
ville & Nashville in the amount of $27,461.01, representing rental 
of rail and equipment and repairs to equipment, and so forth, 
and that a local bank held a short-term note issued by the car- 
rier for $2,359.16 for cash. 

In a report on the property of the Munising, Marquette & 
Southeastern Railway Company, as of June 30, 1916, the Com- 
mission found the final value of the total owned property to be 
$2,999,784, and of the total used $3,009,889. The total par value 
of outstanding capital stock and long-term debt of the carrier 
amounted to $4,308,634.94, of which $1,844,350 represented capital 
stock, $25,650 stock liability for conversion, $1,175,000 funded 
debt and $1,263,634.94 non-negotiable debt to affiliated companies. 

In a report on the property of the Carlton & Coast Railroad 
Company, Carlton, Ore., as of June 30, 1917, the Commission 
found the final value of wholly owned and used property to be 
$348,603, and total used, $373,603. The carrier had capital ob- 
ligations outstanding on date of valuation in the amount of 
$1,099,278.76, of which $500,000 represented capital stock. $250,000 
first mortgage and 5 per cent gold bonds, and $349,278.76 non- 
negotiable debt to affiliated companies. 


VALUATION ORDER 


The Commission, in an order entitled “In the matter of 
the making of inventories under the provisions of section 19a 
of the interstate commerce act, of property used by telegraph 
companies and by other carriers, for common-carrier purposes,” 
has announced that it desires further light on certain questions 
of law involved in inventorying the property of telegraph com- 


panies. In the Texas Midland valuation case the Commission 
said: 


A telegraph line is necessary in the conduct of the business 
of the carrier and for the purposes of estimating cost of reproduc- 
tion new o fits property it is assumed that it would equip itself 
with this facility in the same manner that it did originally. There- 
fore the carrier would be obliged to perform the same amount of 
work in a theoretical reproduction of the property as it did in original 
construction. Such work estimated at prices prevailing on valuation 
date would amount to $8,715. This amount will be added to the cost 
of reproduction new as stated in the tentative valuation. 

This ruling, which had reference to property of the Western 
Union Telegraph Company, was upheld in the Kansas City 
Southern et al. valuation case. The Commission said that in 
the progress of its valuation work and in the performance of 
its duties under section 19a, it was continually confronted with 
the necessity of determining whether any part of the telegraph 
property used by any telegraph company should be inventoried 
to any common carrier other than that telegraph company in 
cases where it clearly appeared that the property was owned 
by the telegraph company and also in cases where the matter 
of ownership had not been agreed upon between the carriers 
who used the property. The Commission’s policy has been to 
inventory telegraph property to the carriers regardless of 
whether the property was owned by the carrier or by a tele- 
graph company. 

The Western Union Telegraph Company has filed protests 
against many tentative valuations of the Commission and has 
also been allowed to intervene in a number of valuation pro- 
ceedings in order to protect its interests. 

The questions of law upon which the Commission seeks 
further information have been assigned for argument in briefs 
to be filed by October 1. 


Cc. |. & W. PROPOSES TO ACQUIRE LINE 


The Cincinnati, Indianapolis & Western, which has been 
operating, under a court order, that part of the Chicago & Indi- 
ana Coal Railroad between Brazil and a point near West Union, 
Ind., has applied to the Commission for authority to acquire 
and operate the part of the line in question. The Commission 
recently authorized the abandonment of the Chicago & Indiana 
Coal line, but said that the part operated by the C. I. & W. should 
not be abandoned except as a last resort. The part of the road 
operated by the C. I. & W. is about 25.67 miles long. 
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FREIGHT CLAIM AGENTS MEET 


A record of success in reducing freight claims such as has 
never before been known in the history of American railroads 
was the cause for the receipt of many congratulations by the 
Freight Claim Division of the American Railway Association, at 
its second annual session, in Denver, last week. The meeting 
was, in effect, the thirty-first annual meeting of the Freight Claim 
Association, which was merged with the A. R. A. two years ago. 

Lieut.-Gov. Cooley of Colorado addressed the first session, 
which was attended by about 175 freight claim agents and claim 
prevention officials. The first two days and part of the third 
were devoted to revision of rules governing the investigation, 
accounting and interline apportionment of claims and claim 
payments. Several changes of importance were recommended 
which, it- was hoped, will expedite the settlement of claims 
with shippers and among the carriers. Plans were discussed 
and rules adopted which will facilitate the delivery to proper 
consignees of astray freight. 

Chief among the subjects discussed at the meeting was the 
proposal to hold a claim prevention congress, similar to that 
held in Chicago in November, 1920. The time and place for 
this congress was left to the general committee, but it was 
recommended that it be held in Chicago some time in September 
or October of this year. This congress, it was expected, would 
be called upon to perfect plans for a service campaign to be 
carried on during some stated month immediately following 
the congress. 

Neither R. H. Aishton, president of the A. R. A., nor N. D. 
Maher, president of the Norfolk & Western, and representative 
of the Freight Claim Division on the board of directors of the 
A. R. A., was present at the. meeting, but both wrote letters 
in which the work of the section was commended and hopes 
for its future expressed. Mr. Aishton called attention to the 
record of the section in the following words: 


My attention has just been called to the loss and damage account 
for the first quarter of 1922. I well remember your first meeting of 
the prevention committee in which you confidently adopted the slogan, 
“Cut loss and damage in half—it can be done.’’ That was eighteen 
months ago and it has been a long up-hill road to you and your asso- 
ciates, but you finally have arrived, as I always knew you would, and 
nobody is any more gratified than I am to see that for that quarter 
a decrease of 49.2 per cent is represented compared with the previous 
year, 


The biggest job the section performed at its meeting was 
the consideration and adoption of the report of its committee on 
freight claim prevention, J. B. Baskerville, chairman. The most 
significant portions of that report were as follows: 


In November, 1920, your committee adopted as a slogan, “Cut loss 
and damage in half—it can be done.’’ This slogan, it is gratifying to 
report, has been translated into an accomplished fact. The monthly 
reports of claim payments are now showing a reduction of 50 per cent 
or more in the freight claim expense under the corresponding months 
of last year. While the decreased volume of traffic and price deflation 
were factors in bringing this result about, to a very large extent the 
improvement reflects increased activities of the railways and their 
joint agencies in studying and eradicating the causes of claims. The 
table of comparative traffic and claim statistics, barring unforeseen 
conditions, indicates a reduction in the loss and damage account this 
year of at least $50,000,000. It is particularly gratifying to your com- 
mittee, as it must be to the membership at large, to note a reduction 
of 23.4 per cent in the number of new claims presented in the first 
quarter of 1922, compared with the same period of 1921, in the face 
of an increase of approximately 11 per cent in the number of cars 
loaded in the first quarter of 1922. It is also a source of much gratifi- 
cation to find the work in the freight claim departments in such excel- 
lent condition, as shown by the fact that at the end of the first quarter 
of: this year there were carried over as unadjusted only 229,880 claims, 
whereas at the end of the corresponding quarter in 1921 there were 
on hand 408,629 unsettled claims, a reduction of 43.7 per cent. 

For the year 1921 the main efforts.of the committee, through its 
special representatives, were devoted ,to,the encouragement of freight 
claim prevention organizations on the individual lines where none 
existed and the stimulation of activities on the part of lines already 
organized. { 


Perishable Freight 


Figures for 1921 show that approximately $14,000,000 was charged 
for loss and damage to fruits and vegetables, an average of $18 per 
car transported, this amount being nearly seven times the amount per 
car for loss and damage to live stock. Discussions in the territorial 
conferences developed great need for inspection service at both initial 
and destination points. 

Your committee, after carefully considering the views of the 
territorial representatives, offers the following recommendations: 

1. That perishable freight should be given adequate inspection at 
destination. 

. That the inspection services of established inspection bureaus, 
including that of the U. S. Department of Agriculture, be fully utilized 
so far as available, and that such services be extended to cover as 
much of this traffic as possible when damage is found or reported by 
consignee; 

3. That damages due to field diseases and other conditions con- 
trollable at the source, to improper packing and bracing, or to other 
preventable causes, shall be reported to the initial lines; 

. That damages shown to have resulted from transportation or 
temperature failures en route shall be reported to the line responsible 
by the carrier whose investigation determines such failures; 

That such reports shall be by letter or form, as may be de- 
termined upon to meet the individual conditions of each reporting line; 
but in either case the facts must be fully covered; 

6. That each carrier shall notify the secretary the title and 
address of its official designated to handle such reports; 

. That carrier receiving such reports will investigate same with 
the view of determining and applying remedial measures: 

_ 8. That, inasmuch as the arrival of perishable traffic at destina- 
tion in good condition is of general importance, equally affecting the 
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interests of agriculture, transportation agencies and the public at 
large, efforts should be made to co-ordinate the inspection service of 
the Bureau of Markets, U. S. Department of Agriculture, with the 
efforts of the transportation lines, to the end that the department 
shall investigate at their source the conditions, such as field diseases, 
etc., developed in inspection at destination; 

Realizing the ‘need for broad publicity in the general campaign for 
prevention of loss and damage to freight, your committee, through its 
special representatives, has established very close working relations 
with such publications as the Railway Age, Traffic World, Railroad 
Herald and others, including the many employes’ magazines of the 
individual lines. The recent article in the Saturday Evening Post of 
May 27th, entitled, ‘‘The Freight That Failed,’’ presented the activities 
in connection with the prevention campaign before more than two mil- 
lion readers. 

The publicity derived from the Perfect Package Month Campaign 
was nation-wide and has opened channels for future contact of inesti- 
mable value. 

It was considered desirable to give a trial to suggestion that many 
valuable packages lost in freight transportation might be recovered 
if the Freight Claim Division should issue to the members a monthly 
or quarterly bulletin carrying information as. to unmarked overages of 
unusual character and value. Accordingly Bulletin No. 58 was 
addressed to freight claim and claim prevention officers May 3, 1922, 
requesting that unmarked overs worth approximately $500 or more 
be reported to the secretary’s office for listing and distribution to the 
membership. It is urged that members co-operate in making this 


plan a success, 
Election of Officers 


H. C. Pribble, general claim agent for the Santa Fe, the 
outgoing chairman, was presented with a watch and chain by 
the members of the section, in recognition of his 31% years of 
service in that office. Officers and committees selected by the 
meeting, to serve during the coming year, were as follows: 

Chairman W. C. Fitch, freight claim agent, Southern Pa- 
cific Company, Pacific System, San Francisco; first vice-chair- 
man, J. B. Baskerville, assistant general claim agent, N. & W., 
Roanoke, Va.; second vice-chairman, J. F. Horrigan, freight 
claim agent, Northern Pacific, St. Paul. Lewis Pilcher, Chicago, 
was retained as secretary, as also were the special representa- 
tives, Fred E. Winburn, Joe Marshall, and Albert L. Greene. 
General committee, H. C. Pribble, general claim agent, A. T. & 
S. F.; W. B. Kellett, freight claim agent, Ft. W. & D. C., Fort 
Worth; C. M. MacDonald, freight claim agent, B. & M., Boston; 
H. M. Moors, freight claim agent, Southern Pacific Lines in 
Louisiana, New Orleans; R. L. Calkins, freight claim agent, 
N. Y. C., New York; H. R. Grochau, freight claim agent, C. 
St. P. M. & O., St. Paul. The officers of the section are also 
members of the general’ committee. Appeal committee, H. 
Bierman, general freight claim agent, M. K. & T. of Tex., Dallas, 
chairman; J. J. Hooper, general claim agent, Southern Pacific, 
Washington; J. F. Horrigan, freight claim agent, Northern 
Pacific, St. Paul; J. D. Shields, freight claim agent, C. B. & Q., 
Chicago; A. R. MeNitt, freight claim agent, Union Pacific, Omaha. 


Address of Chairman Pribble 
In his address Chairman H. C. Pribble spoke as follows: 


You will recall that in,the closing months of 1920 upon forming 
our organization and making our plans for the great fight against 
causes for loss and damage, we adopted the slogan ‘‘Cut Loss and 
Damage in Half—It Can Be Done.’’ We had the nerve to adopt this 
slogan just at the time when loss and damage and the claim pay- 
ments were rising rapidly to the highest peak of such conditions 
upon American Railroads in the history of all time. Some smiled. 
Some audibly gave vent to their amusement. I confess that in the 
face of the conditions as they existed then, it seemed to me an 
audacious undertaking, and I admit that it was with considerable 
difficulty I restrained my heart from a fear that we might fail. Today 
we have every indication, from the claim payments available for the 
current year and the revenues for the same period, that if the ratio 
is maintained for the balance of the year, our high aspirations will 
have been fulfilled—the claim payments and the ratio thereof to 
gross freight revenue will be less than one-half of those in the year 
1921. A marvelous achievement and a splendid testimonial to our 
American railroads of what they can accomplish if they are left to 
their own devices. I have not the consummate nerve to think nor 
would I say to you, that the Freight Claim Division has wrought the 
great changes which have produced these results. The results may 
be traced directly to the efforts of the individual railroads against 
causes of loss and damage. What I do claim, however, is that the 
freight claim fraternity first had the vision that prompted the 
undertaking. 

You will no doubt recall we began to formulate plans for this 
campaign before the war and that throughout the period of federal 
control your executive committee, and later your general committee, 
advocated claim prevention early and late. The Freight Claim Divi- 
sion did not make the changes but its excellent committee on freight 
claim prevention and its most capable special representatives have, 
at the expense of much labor and time, dug info the conditions as 
presented to them by the claim payments of all of the railroads and 
have pointed out to every one they could reach from the highest 
executives on the railroads to the employes in the most lowly posi- 
tions, what it is that causes loss and damage. We told Mr. Aishton, 
when we first started out, that claim men do not make claims and 
that they could not cure the causes-for claims, but that with the 
information in their hands they could ‘‘build a fire’’ under those 
responsible; and I think we have kept our promise. 

In this connection I want to thank the members of the other 
Divisions in the American Railway Association for their co-operation 
in the claim prevention work. Claim prevention naturally involves 
many departments of a railroad, hence several of the divisions of the 
association. 

I wish to say something to you on a subject I have spoken to you 
about on previous occasions—prompt and proper adjustment of freight 
claims. In my opinion this is a time when we particularly owe it to 
the railroads we represent to make friends of our patrons. I know 
of no way to advance this desired friendship more than by prompt 
and intelligent investigation of freight claims and the adjustment of 
them on fair and reasonable lines with our claimants at the earliest 
possible time. I do not mean to say that we should pay any claims 
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we have not heretofore paid. If our investigation shows we owe a 
claim, the claimant is entitled to his money promptly. If the investi- 
gation shows he is not entitled to the payment, we should be able to 
convince him and in a way that will not lessen his friendship. Our 
success, individually or collectively, can permanently rest on no other 
basis than honest, fair, and prompt adjustment of our claims with 
our patrons. . 

Col. B. W. Dunn, chief inspector, Freight Container Bureau, 
spoke as follows: 


Address of Col. Dunn 


Ultimately all freight containers should be described in detail 
in a book—a book that has never yet been written. That should 
be divided up and classified. All the necessary degrees of sub- 
division of a wooden box should appear in this classification. 
Wood boxes differ according to design and each design according 
to construction, etc. Now, after you have finished this classifica- 
tion of all different kinds of wooden boxes and arranged a code by 
which they can be designated by marks and each particular class 
is described in detail so that any manufacturer of a wood box can 
make it according to classification and when that is done for all 
types of containers the classification people will be asked to say 
“for this commodity the following containers may be used,” simply 
give code numbers or marks for the different kinds of boxes and 
barrels for the shipment of that commodity and the manufacturer 
of the container should mark the boxes according to that code. 
When a package is brought to your receiving clerk and you want 
him to uphold the classification it will be necessary only for him 
to look over the package and see that it has these code marks. 
If it has, the package should be passed by him as being what it is 
claimed to be. If any dishonest person or ignorant person should 
attempt to put into transit a box with marks, but which does not 
actually comply with the classification it will be a comparatively 
easy matter to go back and check up the manufacturer and have 
the classification complied with as regards the construction of 
the box. That’s what we have in handling explosives today. 
When a receiving clerk has a barrel of gasoline offered for trans- 
portation he is not required to get out a pair of calipers and 
measure that barrel or do anything else but toseethat it has the 
1. C. C. No. 5 and the red label on it. We have had shippers try 
to ship gasoline in barrels not up to that I.C.C. No. 5 regulation, 
but we have had no trouble in going to the manufacturer and cor- 
recting it. That would be a practical way of securing enforcement 
of your standard specifications, but you have no such means today. 
You have rules in your Classification—some in great detail and 
some in such great detail that the average man who has never 
studied it cannot possibly get much conception in one or two 
readings as to what the rule permits and does not permit. As for 
example, I put one of the best men I have in my office some months 
ago on the task of simplifying for me the classification on boots 
and shoes. When he finally came to me with something complete, 
I asked him how long he had to work on that and he said he 
worked ten hours on it. Now if it took a competent engineer ten 
hours to work that out, how long is it going to take a receiving 
clerk to enforce that rule about 3:30 in the afternoon? It is said 
that there is very little use in having a rule if you don’t enforce 
it, which is true, but we are all interested in cutting down these 
claims and are interested in seeing those rules enforced. We must 
bring about a complete change in the conditions that exist at 
the present time before we can hope to enforce them in the way 
that we would like to see them enforced. In saying this I am fully 
conscious of the great service thata is being done by the weighing 
and inspection bureaus throughout the country; in fact, without 
those bureaus we wouldn’t have any inspection at all, but the 
Bureau’s inspectors can’t inspect every single package tendered 
for transportation. 

In trying to reach this “bull’s eye” I have described, the 
original plan, when the Container Bureau was authorized, was 
we would select and train packing engineers, giving to each of 
these men a certain commodity to study and that after he had 
studied it he would bring in specifications for the shipping con- 
tainers of that commodity; that we would take those specifications 
to the traffic departments of the railroads, give everybody in- 
terested a chance to object or amend and finally to the Classifica- 
tion Commitee for adoption. Our experience soon showed us that 
it was going to take a long time to run this matter down to a 
conclusion for any single commodity and the next change made 
necessary was that we should issue something showing the work 
that had been done before waiting for the final step. That caused 
us to start a series of “information circulars’ coming from the 
Freight Container Bureau. They are circulars intended for all 
concerned, but especially for the information of shippers of the 
commodity treated. We have got to get those shippers interested 
and have got to get them going with us before we can put over 
and make legal any requirement for that packing which goes 
down to the shipper’s pocket. It takes time to do that and for 
that reason I say these circulars are principally for the informa- 
tion of the shippers. Take, for example, the first one we issued 
related to the matter of packing porch rocking chairs. The main 
item in our recommendation there is that these chairs should be 
packed and shipped with rockers detached. That recommendation 
was made as the result of conferences held by our engineer with 
a large number of manufacturers and shippers of rocking chairs. 
After the circular was published we distributed them to these 
manufacturers and we had conferences with the association to 
which they belonged. We find, after many of these conferences, 
that the manufacturers are divided about six to four—six being 
in favor of our recommendation and four very honestly opposed to 
it, all of them claiming long experience in support of their opinion. 
While the subject is in that condition, gentlemen, I think you will 
agree with me it is no time to go to any final source for a legal 
adoption of that particular plan. What we are going to do is 
this: Quite a number of these large manufacturers—some of them 
sending out dozens and maybe hundreds of shipments per day— 
are going to co-operate with us to get actual data in regard to 
their shipments. We are going to prepare a form on one sheet, 
the upper half of which will show all the data regarding packing 
filled in by the manufacturer and the lower part of the sheet will 
contain questions and space for information to be filled in at 
destination point by the freight agent, telling us the condition in 
which the freight was received. The manufacturer will send one 
of these blank forms to the consignee when he sends the invoice 
and will also send one copy of the form to the agent at point of 
destination. Both the consignee and the agent will be requested 
to fill in the blank showing the condition of the shipment upon its 
arrival and if any damage exists, the apparent reason therefor 
and those reports will be sent to us. When those reports get back 
to us and when we have had several hundred—possibly several 
thousand accurate reports showing the condition of rocking chairs 
upon arrival at destination when shipped with or without rockers 
we can go to these people and give them figures and if the reports 


TRAFFIC 





WORLD Vol. XXX, No. 1 


show overwhelmingly that less damage is caused by detaching the 
1,0ckers, then the manufacturers will go along with us solidly. 

Here is a fundamental difficulty that confronts us in this 
work. We are asked to make an engineering study of the con- 
struction of a container to give it the strength necessary to meet 
certain destructive forces. If an engineer is told to build a bridge 
he must be given all the data he should have ‘in enabling him 
to properly draw up his specifications. He must at least know the 
maximum load that is to go over the bridge. Now, we are asked 
to pass upon the strength of a freight container to carry 100 
pounds of freight, but we are not told the maximum destructive 
force that container will encounter in transit. While that service 
is being performed that container is liable to meet certain de- 
structive forces. If a car is handled in a certain way during 
transit, forces are going to be generated which will have a 
tendency to break that container. Who can tell me, gentlemen, 
what forces are liable to be exerted on that package during its 
transit? If you will tell me that, in five minutes we will give 
you the necessary specifications for a continer from an engineer- 
ing standpoint. We know how to test and prepare specifica- 
tions for a container where it is expected to carry 100 pounds of 
freight under normal conditions, but what we do not know, gen- 
tlemen, is the maximum shock that that freight car is liable to 
receive. 

Another idea I have is in the recoopering establishments at 
large transfers. You have a mine of information in regard to 
poor packages. I have never heard of that mine being worked 
and the products classified. I am going to have my engineers 
get in touch with these recoopering establishments and try to get 
some information in regard to the packages. Incidentally it just 
occurred to me that the cost to the railroads of maintaining these 
recoopering establishments is something that doesn’t appear in 
your tabulations, and I don’t see why it shouldn’t. Another idea 
is to get more assistance from the inspection bureaus. I know 
they are already overoladed, but in no other way have I yet been 
able to think of a plan by which I could be helped in getting this 
data. I want you gentlemen to appreciate one more point. It 
has been rather generally published throughout the railroad world 
that the American Railway Association established a freight con- 
tainer bureau for the purpose of standardizing these packages. 
Quite a number of letters coming to my office reflect the justifi- 
able impression from the man receiving the information that 
here’s a large organization that can take care of his troubles. 
Gentlemen, the Freight Container Bureau consists of four men. 
We have not as yet had an appropriation to conduct the work of 
the Freight Container Bureau. We have been doing it as an 
extra load on the financial resources of the Bureau of Explosives. 
It is my belief that as soon as the executive committee of the 
American Railway Association has a chance to meet and pass on 
it, that we will get an extra appropriation and have a chance to 
expand our work. Now, for you or anybody else to think that 
Wwe can run these problems down and come to a final conclusion 
with four men, you are expecting too much. I don’t say that to 
discourage you. We are not discouraged. We propose to do a 


whole lot of work with those four men and to expand just as 
fast as facilities are given us. 


A NEW BOX TESTING MACHINE 





A shaking motion like the jerk and sway of travel in a 
freight car is given to boxes placed on this new testing machine 
designed by engineers at the Forest Products Laboratory, Mad- 
ison, Wis. The tendency of nailed edges of wooden boxes to 
weave and skew is the special characteristic to be determined 
by this test. The table to’ which the box is attached moves 
backward and forward through a distance of several inches on 
wheels rolling on rails at either side, and the shaking effect 
produced may be varied through the use of the several speeds 
of which the machine is capable. 


RADIO SETS OFFERED BY BOARD 


The Shipping Board has offered for sale radio apparatus 
valued at approximately $250,000. The radio sets, 78 in num- 
ber, were removed from the fleet of wooden ships tied up in the 
James River. 
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LASKER TO TAKE THE STUMP 


The Trafic World Washington Bureau 


Chairman Lasker will deliver at Cleveland some time in 
July the first of what will probably be a series of speeches in 
behalf of the Harding administration ship subsidy bill, while 
the members of the House are at home getting the views of 
their constituents on the bill. The chairman said he was invited 
to address the Cleveland Chamber of Commerce by Newton D. 
Baker, president of that organization and former secretary of 
war. 

In connection with this announcement of acceptance of the 
invitation Mr. Lasker said he would like to make speeches to 
the farmers of fowa, Nebraska, Kansas, and the Dakotas because 
it had been said at the Capitol that the greatest opposition to 
the ship subsidy program came from the farmers of those 
states. It is understood Mr. Lasker would welcome invitations 
to speak at farmers’ fairs in the next month or so. There is 
little doubt but that arrangements will be made for such 
speeches. It is said that Mr. Lasker is confident that if he 
can talk to the farmers and tell them why the ship subsidy 
bill should pass, they will give their support to the measure. 

In a letter to all members of Congress, released to the 
press for publication June 26, Chairman Lasker of the Shipping 
Board made another bid for congressional support of the Ad- 
ministration ship subsidy bill. To aid the members in present- 
ing the ship subsidy question to their constituents in the next 
few weeks, Mr. Lasker inclosed with his letter his statement 
before the joint committee on the bill. 

“In considering the pending legislation,” said Mr. Lasker, 
“it would seem to the writer that final determination need not 
be dependent on whether one feels that the United States needs 
a merchant marine; the fact is that the Shipping Board is today 
in possession of the greatest fleet the world has ever known, 
and which by act of Congress it is mandated to operate on es- 
sential trade routes until such time as its vessels can be sold 
to private owners. That is the situation we are faced with.” 

Mr. Lasker declared there were “inherent and insurmountable 
handicaps incident to the government ownership of ships,” add- 
ing that the reasons were “elaborately covered in the state- 
ment inclosed.” He went again into the question of what shall 
be done with this “war inheritance.” Junking of the fleet, he 
said, few Americans would advocate. The solution of the prob- 
lem lies in the subsidy bill, Mr. Lasker said, adding that passage 
of the bill would substitute profitable private ownership for 
government operation that “is and has been an unending and 
almost unmeasured drain on the overburdened taxpayer.” 


“Let us have the courage to face the facts,” he asserted, 
“whether the facts are to our liking or not. The fact is that, 
under all sorts of conditions and all sorts of auspices, govern- 
ment operation of ships, by its history, admits its own impos- 
sibilities.” 

Private operation, he said, is “withering and dying under 
the blighting competition of unending drains from the public 
treasury.” 

Mr. Lasker then told the congressmen that many ships in 
the great war-time fleet would not be fit for use in the peaceful 
pursuits of trade. 

“We have many, ships whose design and machinery will 
never permit of profitable commercial operation,” said he, ad- 
vocating the construction of ships to make a well-balanced fleet. 

Declaring the farmer was vitally interested in a merchant 
marine, he said if the American*merchant marine were per- 
mitted to die, “a great toll in excessive freight rates may be 
collected from us by the foreigner.” 

He said the 400 ships now being operated at a loss of 
$50,000,000 a year would draw slightly more than $8,000,000 a 
year under the subsidy. 

“It is believed the Administration’s measure will be a 
money-making proposition for the treasury,” he asserted. “If 
the bill is adopted and becomes law, there will be more money 
in the treasury at the end of a few years than would be in the 
treasury if the bill is not adopted.” 

The cost of the direct and indirect aid in the first year 
under the bill would not exceed $15,000,000, he said. 

“The ships are wearing out and still America is impotent 
on the seas from a merchant marine point of view as compared 
with other nations,” said he. 

Another move by President Harding in behalf of the ship 
subsidy bill was made the evening of June 29 when a number 
of publishers of agricultural papers in the middle west and farm 
organization leaders were entertained at dinner at the White 
House. Chairman Lasker, who was present, said the President 
stressed the need of the farmer for a merchant marine in order 
to develop foreign markets for agricultural products. 


“It should be frankly recognized that there are dangers as 
well as benefits in the plan to defer action temporarily,” the 
National Merchant Marine Association said this week in a state- 
ment commenting on the approval by President Harding of 
the plan of House leaders to sidetrack the subsidy bill for a 
month or six weeks. “Tariff and other important legislation 
still remains to be disposed of by both branches, and there is 
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even the possibility that Congress may be in continuous ses- 
sion until December, when the short session begins and when 
there will be little time for the consideration of anything be- 
yond the annual appropriation bills. There is also to be faced 
the fact that a small but aggressive faction, consisting of all 
the reactionary elements in Congress, will do all in its power 
to block the bill. In fact, these tactics have already been 
manifested in speeches made in the House. The outstanding 
feature of the situation, however, is that the Republicans have 
an ample majority in both branches to pass the bill.” 


Report of Minority 

The minority report of the Democratic members of the House 
committee on merchant marine and fisheries on the ship subsidy 
till was filed this week. Representatives Davis, Hardy, Bank- 
head, Bland (Va.), and Briggs signed it. It followed in large 
part the views expressed by the Democratic members in their 
statement issued earlier in the week in reply to President Hard- 
ing’s letter to Representative Mondell. 

The report stated that Chairman Lasker was the “star” wit- 
ness at the hearings on the bill and criticized him for evading 
questions. The Shipping Board also was criticized for refusing 
to furnish information asked for by the minority members. Many 
of the witnesses who appeared in behalf of the bill either were 
from the Shipping Board or appeared at its request, the Demo- 
crats charged. The report said that the claim of the board that 
passage of the bill would stop the $50,000,000 annual loss due to 
operation of ships was “fallacious.” 

Representative Edmonds, of Pennsylvania, member of the 
House committee on merchant marine and fisheries, issued a 
statement to the effect that the question of prohibition on the 
high seas had produced “such startling and ridiculous results 
that can only be conceived among a people that like to be fooled 
as the late P. T. Barnum used to say. It is a sad commentary 
upon our people that so many of them are the followers of blind 
leaders who in their desire for notoriety and publicity are will- 
ing to sacrifice almost anything, even, in this case, the American 
merchant marine.” 

Mr. Edmonds said not long ago representatives of British 
papers interested in shipping came to New York and that it was 
peculiar that shortly afterward certain newspapers, some of 
which were under suspicion of being controlled by British in- 
terests, began printing stories about the use of liquor on Amer- 
ican ships, “although this’ had been done more or less for the 
past two years without any question being raised and the fact 
was well known to travelers.” He then referred to the Busch 
charges, and speeches by representatives against the sale of 
liquor on Shipping Board ships, criticizing the sentiments ex- 
pressed by the congressmen. 

Representative Hardy of Texas, ranking Democratic member 
of the House committee on merchant marine 2nd fisheries, is- 
sued a statement in which he contended that American ships 
could be profitably operated without a subsidy. He said what- 
ever else might be said of Chairman Lasker, he was “bold—bold 
in assertion and bold in action.” 

“Who else could have dreamed of putting the government 
bodily into a vast enterprise and literally carrying it on govern- 
ment shoulders for private gain?” he asked. “With the present 
Shipping Board continuing the M. O. 4 contracts and Lasker 
dangling ship subsidy in the distance, of course there is no 
chance of selling or chartering ships.” 

Representatives Hardy of Texas, Davis of Tennessee and 
Bankhead of Alabama, Democratic members of the House com- 
mittee on merchant marine and fisheries, who are opposed to the 
ship subsidy bill, this week issued a statement in reply to Presi- 
dent Harding’s letter of last week to Representative Mondell. 

“Being opposed to the ship subsidy bill, we gladly welcome 
the injunction of the President that the question be carried to 
the people,” they declared. “However, we are fully aware of 
the very great difficulty, if not impossibility, of getting the real 
facts before the general public, inasmuch as those who are at- 
tempting to protect the interests of the whole people are with- 
out any pecuniary interest and without resources and facilities 
for disseminating the facts. We fully realize the very great 
odds against the opponents of this bill in attempting to combat 
the widespread propaganda, persistent efforts, and vast resources 
of the Shipping Board and the Shipping Trust, aided by the in- 
fluence of the Chief Executive.” 

The Democratic representatives, referring to that part of 
the President’s letter touching on the Republican platform plank 
on the merchant marine, said there was no intimation in that 
platform of ship subsidies or legislation additional to the Jones 
act, except with regard to workmen’s compensation. They 
charged that the bill would cost the American people at least 
$75,000,000 a year, which would be at least 50 per cent more than 
the aggregate amount paid by all foreign nations in the form of 
subsidies and other aid. 

“As a matter of fact,’ they continued, “action on the ship 
subsidy bill was not postponed for the purpose of giving the 
people an opportunity to become acquainted with the provisions 
of the bill and to express their views thereon. Every effort has 
been made to ram the bill through so as to avoid this.” 

Reference is then made to the activities of the President de- 








22 THE 


signed to get early action on the bill. As to what caused the 
President to change his mind, the Democrats quoted from an 
article in the New York Tribune to the effect that the President 
had been informed that the bill was in danger of defeat. 

The representatives charged that the reaction of the people 
on ship subsidies has been manifested every time “its greedy 
head has dared raise itself,’ citing efforts in the past to get 
through ship subsidy legislation. They then said: 


The purpose of this postponement is not to ascertain the 
present attitude of the people but is to change their attitude— 
as suggested by the President, to produce a “favorable reaction” 
on the part of the people so as to change a sufficient number of 
Members of the House to permit the passage of the bill. ‘“Re- 
action” means a reversal of action, and that is what they want. 
In his letter to the majority leader, the President calls upon the 
Members to take the matter direct to their constituencies for the 
purpose of obtaining ‘‘such reaction.” If the Members will discuss 
this bill freely with the folks back home, they will“@oubtless hear 
many wholesome truths. We hope that they will explain to their 
constituencies the following facts: 

1. That the passage of this bill will not “save hurdreds of 
millions of dollars in liquidation of our shipping assets,” as sug- 
gested by the President, but that Chairman Lasker himself does 
not hope to obtain more than $200,000,000 for the entire fleet; and 
that if this bill passes the charge upon the public treasury for the 
next ten years would be at least $750,00,000, not to speak of the 
fact that the fleet would be sold for several hundred million dol- 
lars less than what would have been its pre-war cost—wholly 
disregarding the actual cost of the fleet. 

2. That this bill provides for a loan to shipowners of a re- 
volving fund of $125,000,000, such to be loaned at 2 per cent in- 
terest and for fiften years at a time, and up to two-thirds the cost 
of the ships upon which the loans are to be made, although the 
average life of a ship is estimated at twenty years; whereas, 
even under the federal farm-loan system farmers are compelled 
to pay about 6 per cent interest, and are not allowed to borrow 
more than 50 per cent of the market value of their farms, which 
constitute permanent security. 

38. That this bill exempts shipowners from the payment of 
all federal taxes provided the amount which would otherwise be 
payable as taxes is invested or set aside for investment in new 
ship construction. 

4. That it is not even claimed by the proponents of this bill 
that the people will obtain any cheaper ocean freight rates, and 
that the bill does not pretend to provide for any sort of regulation 
of such rates; on the other hand, Chairman Lasker at the hearings 
called attention to the fact that by reason of the provision author- 
izing a deduction from net income taxes of 5 per cent of the 
freight paid on goods imported or exported in American vessels, 
an importer or exporter could afford to pay 4 per cent more for 
the carriage of his goods on American vessels than they would 
be carried for on foreign vessels and still save 1 per cent. 

5. That this bill authorizes the Shipping Board to make con- 
tracts for the payment of subsidies for a period of ten years from 
the date of making contract, this being admittedly for the pur- 
pose of preventing a repeal of the act by subsequent congresses. 

6. That, instead of the Shipping Board coming to Congress 
each year for necessary appropriations to carry out the provisions 
of the bill, as all other departments of the government are re- 
quired to do, this bill is so framed as to avoid this, it directing 
the Secretary of the Treasury to credit to the merchant marine 
fund certain receipts, and “all moneys in the fund are hereby 
permanently appropriated for the purpose of making such pay- 
ments” of voyage subsidies ‘upon vouchers signed by the chair- 
man-of the board.” ‘ 

7. That this bill confers upon the Shipping Board the most 
autocratic and unprecedented powers withirespect to selling ships, 
making loans, making subsidy contracts, and handling enormous 
sums of money ever conferred upon any board, and yet the Ship- 
ping Board is feverishly employing every conceivable means to 
obtain such powers and opportunities. eno 

That this bill does not require the Shipping Board to 
make any report or accounting to the President, the Congress, or 
anybody else, at any time. 


9. That when this country was in the midst of the war, the 
shipping interests who are back of this bill took advantage of the 
situation and ran ocean rates up on both their government and 
the people as high as 1,250 per cent over pre-war rates, as ad- 
mitted at the hearings by the general manager of the American 
Steamship Owners’ Association; and made what was characterized 
as “almost fabulous” profits by W. J. Love and as “enormous” by 
J. B. Smull, Messrs. Love and Smull being two of the $35,000 a 
year experts of the Shipping Board and vice-presidents of the 
Emergency Fleet Corporation. For instance, the American-Ha- 
waiian Steamship Company paid dividends of 200 per cent in 1916 
and 405 per cent for 1917; the Luckenbach Steamship. Company 
made net profits on its capital of 236.2 per cent in 1916 and 666.9 
per cent in 1917; the Pacific Mail Steamship Company made 365.3 
per cent net profit on its capital stock in 1915 to 1920; the Atlantic, 
Gulf & West Indies Company made net profits greater than its 
capital in 1915 to 1920, and during 1921, the very worst time in 
the history of shipping, according to its own annual report made 
a net income of $1,781,337, after deducing all expenses, taxes, in- 
terest, and losses on sale of Liberty bonds; the United Fruit Com- 
pany, with a capital stock of $50,000,000, made net profits of 
$94,147,500 in 1915 to 1920, paid dividend of $77,080,277 and in- 
creased their surplus to $66,176,490; the Dollar Steamship Lines 
made net profits on its capital stock of 322.9 per cent in 1916 and 
104.9 per cent in 1917; Robert Dollar, the owner of the Dollar 
Steamship Lines, in a recent article in Nation’s Business, frankly 
states: “I have always felt that a shipowner who must have ‘pap’ 
from the government does not deserve to be in the business. We 
do not need any advantage over the other fellow; we can take care 
of ourselves.” 

10. That most of the American steamship lines which are 
seeking and would receive the subsidies and other aids, maintain 
an unnecessarily large force of high-paid executives, their salaries 
running as high as $100,000 a year, not only greater than the 
salary of the President of the United States, but out of all propor- 
tion to salaries paid in any other industry, especially considering 
the size and the amounts invested in the enterprises. The Seager 
Steamship Company is a leading American line, organized in 1907 
and having operated American flagships to various European 
ports in the sharpest competition in the world; John C. Seager, Sr., 
the president of the company, is said to be the oldest and one of 
the most highly esteemed shipping men in New York. John C. 
Seager, Jr., the vice-president and treasurer of the company, in a 
recent interview published in the Nautical Gazette, declared: 
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“Steamships purchased at thé present time can be operated at 
a profit; foreign owners are not losing money, and there is no 
reason why an American owner can not make a profit with his 
ships. The most potent factor militating against the successful 
operation of American ships is the large overhead, which is in- 
curred by the payment of large salaries to unnecessary executives. 
With few exceptions in Britain, there are no large salaries paid to 
steamship men in Europe, and if this example were followed in 
this country the balance sheets of the industry would make a bet- 
ter showing.” 

11. That this bill authorizes the granting of subsidies and all 
other aids to the Standard Oil Company, the United States Steel 
Corporation, and other large concerns which own and operate their 
own ships in the transportation of their own products and does 
not require them to operate their ships in whole or in part as 
common carriers. 

12. That Chairman Lasker demands both subsidies and booze, 
insisting that even with subsidies and aids granted by the ship 
subsidy bill American ships can not successfully operate unless 
they are also permitted to run saloons aboard. If Lasker’s state- 
ments as to the necessity of subsidies are to be accepted, his 
statements as to the necessity of the sale of booze must also be 
accepted. Wherefore, nothing is to be gained merely by assuming 
the enormous additional burdens entailed by the pending bill. 
Consequently, in ascertaining the “reaction” of their constituents, 
Members should ascertain whether they are not only willing to 
confer upon the shipping interests the enormous bounties provided 
by the pending bill but also authorize the sale of intoxicafing 
liquors to those who are able to sail abroad, and at the same time 
prohibit such sales to those who remain on land. It is not merely 
a en of prohibition but a question of consistent law enforce- 
ment. 

It has just been announced in the press that Chairman Lasker 
will visit all the states in the middle west in an effort to sell his 
ship subsidy bill to the farmers. If Chairman Lasker believes 
the propaganda which he has persistently been giving out to the 
effect that the farmers and the middle west have been converted 
to his scheme and are actually wanting the bill passed, why does 
he intend to waste his time in going forth to evangelize them 
instead of remaining in Washington and performing his duties 
as chairman of the Shipping Board in an effort to improve the 
conditions which he delights to describes as deplorable? While 
we do not believe that he will find the farmers as gullible as some 
people in Washington, yet we realize that he is a genius in some 
particulars. He justly prides himself upon being a publicity ex- 
pert, and we readily bear witness that he is also a promoter and 
schemer par excellence. He is perhaps the only man in America 
who could have come to Washington and captivated the President, 
overawed the Cabinet officers whose jurisdiction he sought to in- 
vade, chloroformed the Anti-Saloon League and prohibition com- 
missioner, and otherwise paved the way for even the possibility 
of the passage of such a vicious measure as the pending ship 
subsidy bill, which is infinitely worse and more costly than any 
Po the —_—— ship subsidy bills which have been repudiated in 
the past. 


PROTEST BOARD’S COMPETITION 


The Trafic World Washington Bureau 


A protest of the American Steamship Owners’ Association 
against Shipping Board vessels being continued in operation in 
the intercoastal trade will be taken up when W. J. Love, vice- 
president in charge of traffic, returns from Germany, it was said 
at the board office this week. 


Vice-President Smull, in charge of charters and allocations, 
commenting on the letter of protest, said the board had five ves- 
sels allocated in the intercoastal trade and that its policy was 
not to add more vessels. He indicated that the board would 
keep the vessels already assigned in the service in order to give 
the operators a chance to buy them. He said if the operators 
bought the vessels the board would not put any more ships in 
that service. He also said the vessels had been put into the 
intercoastal trade to stabilize the service. 


The letter of the association to Chairman Lasker follows: 


' We would like to invite your attention to one important trade 
where it is our earnest conviction that government ‘competition 
through allocated tonnage could advantageousiy and at once be 
withdrawn. 

We refer to the intercoastal,traffic via the Panama Canal be- 
tween Atlantic and Pacific ports of the United States. This is 
American commerce, entirely free from foreign competition. The 
carrying of this commerce is résérved to the American flag, and 
the large ships that perform’-this service form’ a particularly 
valuable element in the American merchant marine and naval 
reserve. 

Upwards of 600,000 tons deadweight of American steamers, of 
provate ownership in half a dozen separate and competing com- 
panies, are engaged in this intercoastal traffic at the present time. 
These ships are operating on fixed schedules. They are capable 
of carrying all, and, indeed, more than all, of the present traffic 
moving westward and eastward, as is evidenced by the fact that 
they frequently sail only partly loaded. American companies en- 
gaged in this intercoastal trade are among the strongest and most 
progressive factors in our merchant marine. They have been 
steadily acquiring new tonnage, and are in a position to meet 
with ease any increasing volume of traffic. 

Considering the exceptionally high development of this branch 
of the sea carrying trade of the United States, there can be no 
justification for the maintenance of government owned and allo- 
cated tonnage in this service. We, therefore, ask that the Ship- 
ping Board steamers now being employed in this service be im- 
mediately withdrawn and transferred elsewhere, where their com- 
petition will not fall entirely upon American shipowners. 

We know that you are in hearty accord with the national 
policy of retiring the government from the shipping business as 
soon as possible. Here in the intercoastal traffic is a field where 
the application of this policy can well begin. There is adequate, 
and more than adequate, existing service in American ships where 
only American ships can operate. Private companies owning these 
ships are thoroughly established in the trade. They have strong 
organizations and excellent terminal facilities. They provide a 
service that is as regular and frequent as the trade can possibly 
demand, and is, in fact, in excess of actual requirements. 

It is the expectation of the country that the energies of the 
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Shipping Board be devoted not to the protected coastwise traffic, 
which is and has been sufficiently cared for, but to the overseas 
trade with other countries where American ships are so deficient 
in numbers that they are conveying only about one-third in value 
of the imports and exports of the United States, as contrasted 
with the 100 per cent American tonnage of our coastwise com- 
merce. Government-owned steamers under allocation in the in- 
tercoastal trade are of a type that can readily be transfrred to 
any overseas routes where foreign shipping is still dominant, and 
thereby can be enabled to displace foreign ships instead of divert- 
ing a part of the legitimate business of private American ship- 
owners. 

We make this recommendation to you in the belief that it is 
in accord with your own interpretation of what our national policy 
should be, and that it will receive the approval of yourself and 
your colleagues. 


SHIPPING BOARD LOSSES 


The Trafic World Washington Bureau 


Chairman Lasker of the Shipping Board has made public 
the following as to results from the operation of vessels for 
the month of May: 


The Shipping Board continues to cover all trading routes, so that 
pa pa shippers can ship in American vessels to any port of the 
world. 

The total expenses incurred in excess of income from vessel op- 
erations (including overhead, repairs, insurance and lay-up expenses) 
were $2,660,486.81. This continues the improvement of the last sev- 
eral months and is the most favorable monthly result attained under 
the present board in the operation of U. S. Shipping Board vessels. 
The corresponding excess of expenses over income for the month of 
April was $2,977,246.72, or a reduction in the month of May of $316,- 
759.91. The total voyages reported for April were 185, and the total 


POSITIONS WANTED OR OPEN 











minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. TRAFFIC 
WORLD, 418 South Market Street, Chicago, Ill. 


POSITION WANTED—As Traffic Manager or assistant. Seven 
years’ experience in railroad work. Address M. I. T. 453, Traffic 
World, Chicago. 








POSITION WANTED—Man of family, 37, now employed Traffic 
Manager Southern road, seeks connection, railroad or industrial, yield- 
ing greater opportunity. Fifteen years’ experience; Al references 
| ner and past employers. Address T. M., care Traffic World, 
Chicago. ‘ 





POSITION WANTED—Man 33, seeking broader opportunity, de- 
sires position Traffic Manager or Assistant, Industry or Short Line 
Railroad; 15 years’ experience, expert knowledge all traffic problems, 
rate and claim adjustments, routing, etc. Address J. L. C., Traffic 
World, Chicago, Ill. 





WANTED-—Railroad or industrial position in South by competent 
rate and tariff man. Fifteen years’ Central and ten years in South- 
eastern Association territories. Address W. H. T., Traffic World, Chi- 
cago. 


ROCHESTER, NEW YORK 


General Storage Carload Distribution 
Members American Warehousemen’s Association and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 















EDGAR IMPROVED CAR SEAL 


SHELDON PRODUCE CO., Shel- 
don, Iowa, says: ‘Edgar improved 
seals are a ‘Knock Out’ so far as 
tampering, etc., against theft. Ship 
repeat order at once.”’ 





Ask for Samples 


and Prices Today The Edgar Steel Seal & Mfg. Co., Lawrence, Kansas 
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SAVANNAH, 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service 


GEORGIA 


Quick Despatch 








CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canai Street, near Tayler Street 
Teaming of E Description ity Deliv Service an 
very Ios om = ery and Carload 





JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 






There is a bushing at every 
wearing point’ in the Pierce- 


Arrow mechanism. These 
bushings take the wear. They 
are ‘‘parts insurance’’ saving 
costly replacements. Check 
this vital item in the truck 
you think of buying. 


Pierce-Arrow 
TRUCKS 


The Pierce-Arrow Motor Car Company 
Buffalo, New York 





2-ton $3200 3}-ton $4350 5-ton $4850 fully equipped 


ey 





SOO Terminal Warehouse 


Storage and Distribution of a 


MERCHANDISE 
Without Cartage Charges 


Write to us and learn about 
“THE ECONOMICAL WAY” 
















519 West Roosevelt Road 
CHICAGO 


Location—Near the ‘‘Loop”’ in the 
Heart of Chicago 


FIREPROOF 
40 CAR SIDING 
FREE SWITCHING 
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voyages reported for May were 205—an increase of 20 completed voy- 
ages. 


The net excess of outlay over income on voyage operations for 
May (excluding overhead, repairs and insurance) was $376,455.84 as 
against $667,751.61 for the month of April. This improvement is due 
partly to the increase in passenger revenues, which for the month 
of May showed an excess of income over outlay (excluding overhead, 


repairs and insurance) of $217,369.13, which is an improvement of 
$152,515.83 over the preceding month. 


Tanker voyages increased from 32 in April to 40 in May, and 
for the month of May the excess of income over outlay (excluding 
overhead, repairs and insurance) for tanker voyages was $267,545.41. 
which is an improvement of $124,813.14 over the preceding month. 


Charter hire receipts for the month of May were $79,829.27 as 
against $74,108.96 for the month of April. 


The outlay for repairs in May amounted to $1,019,232.65, as com- 
pared with $917,985.01 for the month of April. 


Insurance premiums for May amounted to $328,839.88 as ent 
$372,127.54 for the month of April. $ agains 


The lay-up expenses decreased from $433,839.24 in April to $365,- 
452.51 in May. 


Salaries and wages amounted in May to $477,209.00 j i 
to $465,116.98. 4 . itt aoe 


; —" expenses decreased from $194,535.30 in April to $172,236.20 
n May. 


These favorable results attained for the month of May are the 
result partly of the increased gross revenues resulting from the pres- 
ent heavy seasonal activity in passenger traffic, and partly, from the 


operating economies instituted and the consequent reduction in the 
operating expenses. 


In making public this report Chairman Lasker stated that while 
the cost of operations for May was the lowest for any month in al- 
most two years (and has constantly declined since the present ad- 
ministration has taken hold), he did not desire the impression to be 
conveyed that this low figure could be consistently maintained 
throughout the year, inasmuch as this is the best season of the year 
for ship operations, and when passenger earnings are at high peak. 
In later months Mr. Lasker stated large sums will have to be spent 
on keeping the tied up fleet in better condition. 


Chairman Lasker in making public the above statement again 
emphasized that in its accounting the Board does not figure capital 
charges and several] forms of insurance which the board carries itself. 
The Chairman strongly feels that failure to include the proper pro- 
portion of capita) charges in monthly cost statements does not pre- 
sent a true picture of the results such as all commercial statements 


should reflect, these omissions, however, are in line with established 
government practice. 


HEARINGS ON SECTION 28 


The Trafic World Washington Bureau 

A sub-committee of the Shipping Board will leave Wash- 
ington July 1, to hold the last of a series of hearings on the 
question of whether or not there are adequate American flag 
tonnage facilities to warrant the enforcement of Section 28 of 
the merchant marine act. The committee will consist of Com- 
missioners Chamberlain, Benson, and Lissner, Commissioner 
Lissner replacing Commissioner Thompson, who participated in 
the previous hearings on this question as chairman of the sub- 
committee, Commissioner Thompson having been relieved of 
duty on the sub-committee for the remainder of the hearings 
at his own request, because of other duties. Commissioner 
Chamberlain has been appointed chairman of the sub-committee, 

Hearings will be held as follows: Chicago, Ill., July 3; 
Portland, Ore., July 10 (and July 11 if necessary); Seattle, 
Wash., July 12 (and July 13 if necessary); San Francisco, Calif., 
July 17 (and July 18 if necessary); Los Angeles, Calif., July 19 
(and July 20 if necessary). 

The committee will be accompanied by Clifford W. Smith, 
secretary of the board, and Charles F. Gerry, attorney-examiner 
of the Interstate Commerce Commission. 

While on the Pacific coast the committee will also take up 
a number of important matters pending before the Board con- 
cerning that section of the country. 

The committee has advised interested persons in the sec- 
tions where hearings will be held that information is particu- 
larly desired bearing directly on the question of adequacy of 
American flag service. At hearings previously held at Boston, 
New York, New Orleans, and St. Louis, the committee said it 
found that many of these who appeared were not prepared with 
facts and figures bearing on the direct question at issue, but 
rather desired to make general statements on the legislative 
merits of the section or on abstract and non-related subjects. 


This situation the committee desires to avoid as much as pos- 
sible it said. 


GITTINGS CLAIM IGNORED 


The Trafic World Washington Bureau 

The Shipping Board has received the charge of H. F. Git- 
tings, of San Francisco, relative to unjust discrimination in the 
settlement of claims (see Traffic World, June 24). The pro- 
tection and indemnity section, to which the letter was referred, 
has put it into the file of correspondence it«has had with Mr. 
Gittings. The receipt of the letter carrying the charge of un- 
just discrimination as between shippers in the settlement of 
their loss and damage claims had not been acknowledged June 
26. The letter was started from San Francisco eleven days 
before. It was regarded by the men handling it as another 
chapter in the correspondence in which the board has insisted 
that the acceptance of $100 a package constituted a final settle- 
ment, but which Mr. Gittings says is merely a payment on 
account. That has been the difference between them, so far 
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as the men in the protection and indemnity section can see. 
Their point is that if the Gittings claim were allowed they 
would have to readjust all the closed claims on the invoice 
value basis. Therefore, their thought is that, even if the higher 
officials of the board take up the matter, they will adhere to 
the position that the claim was settled in full, in accordance 
with the terms of the bill of lading, notwithstanding the dec- 
laration of the shipper, H. W. Baker Linen Company, that it 
accepted the $100 a package payment as a payment on account. 

That policy payments, such as mentioned in Commissioner 
Meyer’s letter to Senator Shortridge, have been made is ad- 
mitted by the men in the protection and indemnity section. The 
Shipping Board has a claim policy committee which consders 
whether, under all the conditions and circumstances, there is 
equitable reason why a shipper should receive more than a 
strict enforcement of the law would give him. The committee 
makes recommendations to the board, which, if impressed by 
the facts and reasons put forth by the policy committee, adopts 
a resolution to pay something on the claim in addition to the 
amount the insurance companies carrying risks on Shipping 
Board vessels and Shipping Board boat cargoes, may be re- 
quired, as a matter of law, to pay to the Shipping Board. In 
doing that, it is claimed the board does no more than is done 
by every other operator of boats, in which there is an element 
of equity which might be recognized by the courts in the 
event the dispute were put into litigation. 


BREAK IN INTERCOASTAL CONFERENCE 


The Trafic World Washington Bureau 


Withdrawal of the American-Hawaiian Steamship Company 
from the Atlantic Intercoastal Conference, which was organized 
for the purpose of stabilizing the port-to-port rates in the inter- 
coastal service, was announced this week by C. J. Beck, general 
freight traffic manager for the United American Lines, man- 


aging agents for the American-Hawaiian Company. In a formal 
statement he said: 


When the American-Hawaiian Steamship Company resumed its 
coast to coast service in the fall of 1920 it decided to join the con- 
ference which had already been organized by other lines then 
engaged in the trade. This decision was reached in the belief that 
through such an association it would be possible to establish and 
maintain equitable rates and practices, fair to shipper and carrier 
alike, and provide the stable conditions which are so highly de- 
sirable to all concerned. 


After almost two years of trial we must reluctantly admit that 
the conference has utterly failed in its purpose. Our individual 
efforts to maintain equal rates and conditions for all have been 
frustrated by the failure of our associates to follow the same 
policy and the trade has become honeycombed with discriminatory 
rates, rebates and other questionable practices. , 

Having failed to accomplish its main purpose, the restrictions 
of conference membership become only an obstacle to progress 
and we have therefore decided to withdraw. 


The traffic department of the Shipping Board, June 29, re- 
ceived advices that the Atlantic Intercoastal Conference had de- 
cided that, as a result of the withdrawal of the American-Hawai- 
ian Company, the remaining members had no alternative but 
to throw rates in this trade open. “The Emergency Fleet Cor- 
poration,” the board announced, “regrets the conditions which 
made this action necessary and, in so far as the steamers which 
the Emergency Fleet Corporation is operating in this trade, 
under the managing agency of the North Atlantic and Western 
Steamship Company, are concerned, there is no intention of un- 
necessarily cutting rates. The North Atlantic and Western 
Steamship Company will simply be instructed to meet competi- 
tive conditions which arise when it is absolutely essential to do 
so in order to obtain cargo. The action on the part of the con- 
ference would appear automatically to dispose of the Providence 
cases, all intercoastal lines being at liberty to call there for 
cargo, if they so desire.” 


United American Lines, operators of the American-Hawaiian 
Steamship Company, announce that intercoastal service will be- 
gin July 1 and weekly sailings will be made from Philadelphia 
in addition to weekly sailings from Boston and New York. 


SHIPPING BOARD SALE OF EQUIPMENT 


The Shipping Board has ordered the sale. at auction, on 
July 11 and 12, of the contents of St. John’s warehouse, at St. 
John’s, Portland, Ore. 

“This sale should not only prove of unusual interest and 
value to shipbuilders and shipowners on the Pacific coast, but 
should appeal to railroads contemplating the operation of new 
repair shops, to structural steel fabricating plants, to manu- 
facturing and business concerns, and to dealers in tools, metal 
and woodworking machinery, and electrical equipment,” the 
board said. 

“St. John’s warehouse was used during the war for the 
storage of materials received direct from source of production. 
The greatest care was taken of everything delivered, with the 
result that all the materials to be offered in the sale are prac- 
tically in the same condition as on the day they were made.” 
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Partners 


in a Great Enterprise 


ANY New York Central stock- 

holders own only one or two 
shares—a savings nest-egg. But the 
holder of a few shares has the same 
satisfaction as the larger investor of 
taking part in the development of an 
important public service while provid- 
ing an income for himself. 


In his classic study of “‘Lombard 
Street,’’ Walter Bagehot . asserted 
that a citizen of Queen Elizabeth’s 
time would have thought it no use 
inventing railways because he would 
have been unable to conceive the 
possibility of collecting the vast sums 
needed for their construction. 


Even Bagehot, writing only fifty 
years ago, probably would have been 
amazed by the thought of attracting 
the capital for building a 13,000-mile 
railroad system like the New York 
Central. 
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Now nearing a century of public serv- 
ice, the New York Central Lines rep- 
resent a property investment of 
$1,753,000,000. Against this invest- 
ment stocks and bonds have been issued 
to the amount of only $1,586,000,000— 
that is, the value of the property is 
greatly in excess of the outstanding 
securities. 


More than 120,000 individual in- 
vestors and institutions have become 
partners in this great enterprise. 


Railroad growth, to keep pace with 
the needs of American industry, de- 
pends upon a continuance of this public 
faith in railroads as investments, so 
strikingly shown by the widespread 
ownership of New York Central secu- 
rities. 


NEW YORK CENTRAL: LINES 





BOSTON & ALBANY—MICHIGAN CENTRAL—BIG FOUR 
KANAWHA & MICHIGAN—TOLEDO & OHIO CENTRAL~PITTSBURGH & LAKE ERIE 
NEW YORK CENTRAL - AND - SUBSIDIARY LINES 
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PORT GRAIN DIFFERENTIALS 


The Trafic World Washington Bureau 


On account of the filing of a motion, by the complainant, to 
dismiss No. 13510, Baltimore Chamber of Commerce et al. VS. 
Atchison, Topeka & Santa Fe et al., the Commission has can- 
celed the hearing in that case set for Chicago, July 11, before 
Chief Examiner Quirk. The Commission has not passed on the 
motion to dismiss and cannot before its next conference, July 10. 

The cancellation of the hearing and motion to dismiss have 
attracted attention because the complaint involves the port dif- 
ferentials on grain, as between Baltimore, on the one hand, and 
the Gulf ports, on the other, and on account of the complaints 
about port differentials filed by Boston. Port differentials are 
also involved in a collateral way in the sugar rate cases caused, 
in the first instance, by the efforts of the lines serving the 
Pacific coast ports to put California and Hawaiian sugar refined 
on the Pacific coast into the markets on the Missouri and into 
Chicago in competition with sugar from Atlantic and Gulf coast 
refineries. 

No specific reasons for asking for the dismissal of the grain 
differentials case were set up in the motion to dismiss. 


MARINE WORKERS’ WAGES 


The Shipping Board and representatives of the Marine Engi- 
neers’ Beneficial Association have reached an agreement, pro- 
viding for observance of present wages and working conditions 
on cargo vessels for a period of six months and thereafter until 
such time as either party shall have given thirty days’ notice. 
The engineers asked for an increase of 15 per cent in wages, 
but the board said that after a frank discussion it was agreed 
to keep the present wages in effect as outlined. The wage 
scales adopted are approximately the same as the published 
wage scales of the American Steamship Owners’ Association 
covering privately owned vessels. 

An agreement was reached June 26 between representatives 
of the Shipping Board and of the Masters, Mates and Pilots 
Association and the Neptune Association, for continuation of 
present wages of deck officers on cargo vessels for the next 
six months, after which time either side may terminate the 
agreement on 30 days’ notice. The deck officers asked for an 
increase in wages at the opening of the conference, but finally 


agreed to accept the present wages for six months, the board 
announced. 


ADJUSTMENT OF DISPUTED ITEMS 


Agreement to appoint a committee representing Shipping 
Board operators and the board to adjust approximately $8,000,000 
of disputed items dating back to 1917 between the operators and 
the board was reached this week at a conference between the 
standing committee of the operators and J. Barstow Smull, vice- 
president of the Emergency Fleet Cornoration. 


APPROVAL OF CLAIMS 


The Shipping Board has issued the following on the settle- 
ment of claims: 


Two hundred and thirty-two claims against the Shipping Board 
Emergency Fleet Corporation have been passed for payment by the 
department of claims. The gross amount claimed was $17,936,546.07. 
They were settled by cash payment of $5,903,322.32, the funds being 
available from the recent Independent Office Appropriation Bill, which 
was signed by the President June 12. 

Individual awards numbering eighty-five, under $1,000 have been 
passed for payment, the cash settlement amounting to $29,951.08. 
The gross sum claimed was $109,703.19. Practically all of these small 
awards have been paid from current funds of the Emergency Fleet 


— on hand prior to the approval of the new appropriations 
ill. 


CLAIMS AGAINST SHIPPING BOARD 


The Claims Commission of the Shipping Board has docketed 
a total number of 1,202 claims. Of these, 557 have been acted 
upon by the Comission, and 177 have been voided or otherwise 
disposed of, leaving a total of 468 claims pending, of which 10 
are on the active list, in litigation, etc. The total amount of 
claims docketed was $173,024,387.37. Claims acted upon or 
otherwise disposed of amounted to $43,699,856.28. Claims on the 
active list amounted to $24,448,663.76. This leaves claims, re- 


quiring the attention of the Claims Commission, amounting to 
$104,875,867.33. 


SHIPBUILDERS’ CLAIMS 


Senator McNary, of Oregon, has introduced a bill (S. 3749) 
authorizing the Shipping Board to reimburse builders of wooden 
ships for losses sustained as the result of cancellation of con- 
tracts and the abandonment of wooden-ship construction. The 
bill provides that cash disbursements in connection with the set- 
tlements shall not exceed a total of $5,000;000. 


IDLE SHIPPING BOARD SHIPS 


Of the 1,344 steel vessels in the Shipping Board fleet, 400 are in 
service, according to a statement made this week by J. Barstow 
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Smull, vice-president of the Emergency Fleet Corporation in 
charge of charters and allocations. The status of the remaining 
944 ships was given as follows: Actually tied up, 905; ordered 
tied up, 15; in course of being reconditioned, 2; new construc- 
tion unassigned, 11; inactive due to ship sales, 6; in custody of 
board awaiting disposition, 5. Mr. Smull said there were indi- 
cations of some improvement in ocean traffic conditions. 


PROVIDENCE TERMINAL CASE 


Action of a member of the Intercoastal Conference in put- 
ting Providence, R. I., on a terminal rate basis and the protest 
against that action by the other members of the conference has 
brought the matter before the division of regulations of the 
Shipping Board for investigation. The objection of the con- 
ference lines reached Providence, and the city protested to the 
board because it desires to be placed on a terminal rate basis. 
The board has directed the division of regulation to investigate 
the situation, which is somewhat similar to that which resulted 
recently from: the Intercoastal Conference eliminating Tacoma 
and other Pacific coast ports as terminal ports, which action 
was rescinded pending an investigation. 


BUYS LAKE TYPE VESSELS 

Fred J. Gauntlett of Washington, D. C., and Newport News, 
Va., has purchased from the Shipping Board Emergency Fleet 
Corporation the following lake type steamers, The Cowee, The 
Coverun and The Cowboy. In making announcement of the pur- 
chase of these three steamers, Mr. Gauntlett stated that they 
would be employed in the lumber trade on the Pacific coast, 
in a triangular service, including Seattle, Hawaiian Islands and 
San Francisco. The Cowee and Cowboy are being converted 
into oil burners at the Newport News Shipbuilding and Dry 


Dock Company, Newport News, Va., and will be taken to the 
Pacific coast when finished. 


REGISTRY OF FOREIGN-BUILT SHIPS 


Senator Jones, chairman of the Senate interstate commerce 
committee, has introduced S. 3752, which is identical with H. R. 
12091 introduced in the House by Chairman Greene of the House 
committee on merchant marine and fisheries. (See Traffic World, 
June 24, 1426.) These bills, in addition to providing that for- 
eign-built ships captured in war by citizens of the United States 
and lawfully condemned as prize and wholly owned by Ameri- 
can citizens, may be registered under American laws, would 
repeal that part of section 5 of the Panama Canal act which 
authorized giving American registry to foreign-built ships owned 
by American citizens in caseS where such ships were not more 
than five years old; the free importation of parts to keep them 
repaired and supplies to keep them outfitted. They also would 
repeal an act approved August 18, 1914, permitting the admission 
of foreign-built ships to American registry. 


MAIL FOR RUSSIA 


Until a few days ago, the Soviet government of Russia 
refused to receive more than two pieces of mail a month sent 
from this country to an individual in Russia. The Post Office 
Department announces that this restriction now has been re- 
moved, and there is no limit on the number of pieces of mail 
that may be sent to anyone in Russia. 

A new decree promulgated by the Soviet government pro- 
vides that clothing, shoes, food, printed matter, etc., may be sent 
by parcel post from abroad when addressed to individuals in 
Russia for their personal use, without obtaining permission from 
the Foreign Trade Department, as has been the case heretofore. 
All matter sent parcel post, with the exception of foodstuffs, is 
subject to the usual customs duties. The limit of weight of 
packages for parcel post to Russia is twelve pounds. 


COFFEE’ SHIPMENTS 

“Figures which have been collected by the government show 
that there was exported from Brazil to the United States during 
the month of April, 1922, 603,159 bags of coffee,’ says a state- 
ment issued by the Shipping Board. “American flag steamers 
handled 51.7 per cent of this coffee movement. This was an 
improvement over the percentage carried by American flag ships 
during the first three months of 1922. The showing to Gulf 
ports was particularly good—the total shipment of coffee to the 
Gulf during April being 217,365 bags, of which 63.3 per cent 
was carried in American flag ships and 32 per cent in Brazilian 
flag ships; other foreign line ships handled 4.7 per cent. 


MANAGING AGENCY DISCONTINUED 

Effective after June sailings, the Emergency Fleet Corpo- 
ration has decided to discontinue the service under the man- 
aging agency of Harriss, Magill & Co. from Philadelphia-Nor- 
folk to Manchester-Avonmouth ports. “It is felt that these ports 
can be more economically protected in connection with other 
services and the Baltimore Steamship Company will cover the 
Avonmouth berth from Philadelphia and Norfolk, and W. A. 
Blake & Co. will cover Manchester berth from Philadelphia 
and Norfolk,” the Fleet Corporation announced. 


July 


July 1, 1922 THE TRAFFIC 


Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 


American-Hawaiian S.S. Co. 
INTERCOASTAL SERVICE 

Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 
Boston New York Phila. 
e e e S.S. HAWAIIAN July 6 July 8 
S.S. DAKOTAN July 13 July 15 
The Lehigh Limited EE MISOUAS iy iB 


8.8. TEXAN July 27 July 29 
8.S. MINNESOTAN Aug. 3 Aug. 5 


Sailings every Thursday from New York, every 
Saturday from Boston and alternate Saturdays 
from Philadelphia, and fortnightly from 
the Pacific Coast ports 


The Lehigh Limited provides attractive rent tyes ig 


pa U. 8S. Pacific Coast Ports to the Principal Ports of the United 
night service between Kingdom and Continent—Direct Fort- 
nightly Sailings 


New York . . . . . . Pennsylvania Station s : 4 
(a block from Broadway) H ee os tara with Li 
Philadelphia . . .. . . Reading Terminal amourg-American Line 
’ (Market 2 12th Streets) To Hamburg 
NEW YORK TO HAMBURG 


Buffalo ... . .°. Lehigh Valley Terminal .S. *MOUNT CLAY 


.S. RELIANCE 
(Main and Scott Streets) * ¢BAYERN 


Detroit . . . . . . Michigan Central Depot +a 
. FHANSA 
The best service between PHILA- onde ee 
DELPHIA and DETROIT is afforded ¢ First, second, third-class passengers. 
by the through sleeper in this train. LOASING FEES 96, NORTH RIVER 
PHILADELPHIA TO BREMEN AND HAMBURG 
SCHEDULE—Standard Time 8.8. OREGONIAN (via Baltimore) son 
iia” 6 hh BOSTON 0. BREMEN AND HAMBURG 
Philadelphia 8:40PM — (M.G.R.R.) (C.T.) 1:15 PM SS CALLISTO 
. Ithaca a4:37 AM Lv. Buffalo 
. Rochester 7:00 AM Lv. Rochester 9:00 PM BALTIMORE TO BREMEN AND HAMBURG 
. Buffalo 7:59AM Lv. Ithaca b11:40 PM oo Se, ee ee ee 
- Detroit Lv. Wilkes-Barre b2:56 AM 8.8. CALLISTO 
(M.C.R.R.) (C.T.) 12:25 Noon Ar. Philadelphia 7:47 AM $.8. OREGONIAN 
Ar. New York = 8:26 AM NORFOLK AND NEWPORT NEWS TO BREMEN 
Buffet-Lounge Car between New York and Buffalo 8.8. NEVADAN (vi Se 


NEW ORLEANS TO BREMEN AND HAMBURG 
8.8. WESTERWALD 
8.8. SACHSENWALD Late August 


K _ Through bills of lading via Hamb 

The Lehigh Valley maintains other good ee 

night service between these cities and — Shi 

the noted BLACK DIAMOND, travers- - 5. Government Ships 

ing its Scenic Line by day. NEW YORK TO DUTCH EAST INDIES 
Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 

. Samarang, Soerabaya 
Our nearest office will serve you, or communicate with S.S. WEST CANNON 
S.S. WEST MAHOMET 
N. W. Pringle Steamers take cargo for Tunis, Alexandria and Syrian Coast 
General Passenger Agent 


143 Liberty Street, New York 


and 


a—Passengers may occupy sleeper until 8:00 A. M. 
b—Sleeper open for occupancy 9:00 P. M. 


Ports 
Loading Pier 21, Pouch Terminal, Clifton, 8. I. 


General Offices: 39 BROADWAY, New York 


: s Telephone Whitehall 1020 
i ehi V eG , WESTERN FREIGHT OFFICE 
Chicago, 327 South LaSalle Street Phone Wabash 4891 
BRANCH OFFICES 


e Boston, 40 Central Street Phone Congress 3084 
- Cleveland, 242 The Arcade Phone Main 2150 
Oak Philadelphia, Bourse Bldg. Phone Lombard 7050 


Pittsburgh, Oliver Bldg. Phone Grant 7431-2 
Rochester, Commerce Bldg. Phone Main 7150 
: . GENERAL PACIFIC COAST AGENTS 
+ The Route of The Black Diamond Williams, Dimond & Co., 310 Sansome St., San Francisco 
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Shipping Decisions | 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Vessel is “Seaworthy” as to Cargo When Reasonably Fit to 

Carry the Partcular Cargo: . 

(Circuit Court of Appeals, Second District.) With respect to 
the cargo it offers to carry, a vessel is “seaworthy” when it is 
sufficient in materials, construction, equipment, officers, men, and 
outfit for the trade or service in which it is employed, having 
in mind the higher requirements occasioned by the development 
of trade and commerce.—Adams et al. vs. Bortz, 279 Fed Rep. 521. 
Vessel is “Seaworthy” When Equipped With Reasonably Safe 

Appliances: 

To render a vessel seaworthy with respect to her crew, 
she must be reasonably safe, and equipped with reasonably 
necessary and customary requisites and appliances, but she is 
not required to have the best appliances.—Ibid. 

Evidence Held Not to Sustain Jury’s Finding Extra Coal Bin 

Was Not Reasonably Safe: 

In an action for injuries to a ship steward, where the only 
ground for unseaworthiness submitted to the jury was the con- 
struction of an extra coal bin on the poop deck, which the 
steward had to cross over in going from one part of the vessel 
to another, there was no evidence that the bin and stairway over 
it were not reasonably safe for the performance of the duties 
required of the steward.—Ibid. 








Miscellaneous Decisions 
4 Traffic Cases Recently Decided by State and Federal Courts 
| (Digests taken from Reporters and Digests of National Reporter 
2 





System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Tap Line, to Share in Joint Rates, Must Be Common Carrier: 
(Circuit Court of Appeals, Fifth Circuit.) A tap line, to be 

entitled to share in the division of joint rates, must be a com- 

mon carrier, and not a mere plant facility—St. Louis South- 
western Ry. Co. vs. S. H. Bolinger & Co., Limited, 279 Fed. Rep. 

564. 

Tap Line Must File or Concur in Published Tariff, to Have 
Milling in Transit Privilege: 

To entitle a tap line to avail itself of the milling in transit 
privilege, it must make reports to the Interstate Commerce 
Commission and file or concur in tariff.—lIbid. 

Foreign Corporation Obtaining Privilege to Conduct Pipe Line 
Cannot Contend State Law Making pipe Lines Common Car. 
rier was Unconstitutional: 

A foreign corporation, which obtained the privilege of con- 
ducting a pipe line business in Oklahoma after the adoption of 
the Constitution of Oklahoma, which, by article 9, sec. 15-35, 
provided for a corporation commission with large powers of 
supervision over pipe line companies, and the enactment of Rev. 
Laws Okla. 1910, sec. 4304-4318, which, by sections 4304, 4309, 
4311, made all pipe lines common carriers, and required corpo- 
rations engaged in that business to file an acceptance of the 
act, cannot contend that it was deprived of its property without 
due process of law, by being held to the obligations of a common 
ecarrier.—Pierce Oil Corporation et al. vs. Phoenix Refining Co., 
42 Supreme Court Rep. 440. 

Order of Corporation Commission Declaring Pipe Line Company 
a Common Carrier Held Not Unconstitutional as Denying 
Due Process: 

Where a foreign corporation had voluntarily submitted to 
the condition imposed by the Oklahoma statutes making all oil 
pipe line companies common carriers, an order of the State 
Corporation Commission, to the jurisdiction of which the com- 
pany had voluntarily submitted itself, which order was made 
after notice and upon full hearing, and required the company 
to perform its obligations as a common carrier with limited 
extent, did not deprive the company of its property without 
due process of law.—lIbid. 

Right to Due Process of Law May Be Waived: 

The constitutional right not to be deprived of property 
without due process of law can be barred, as other rights may 
be, by deliberate election, or by conduct inconsistent with the 
exercise of such a right.—Ibid. 

Ex Parte Order Subject to Revocation Does Not Preclude Sub- 
sequent Order: 

A prior order by the Oklahoma Corporation Commission, 
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exempting a pipe line company from the obligation of a com- 
mon carrier which was made on ex parte application, and was 
expressly subject to revocation, constitutes no obstacle to the 
subsequent entry by the commission of an order declaring the 
company to be a common carrier.—Ibid. 


— 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from R: ers and Digests of National Reporter 

System, 


published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


Express Company Which Failed to Make Delivery or Return 
Shipment Within Reasonable Time Liable for Depreciation 
in Value Caused by Its Negligence: 

(Supreme Court of Mississippi, Division B.) Where a ship- 
per delivered an express company two bales of hides with ship- 
ping tag to return in five days unless delivered, and fails to 
make delivery or to return shipment for an unreasonable time, 
and by reason of its negligence the shipment becomes prac- 
tically valueless, it is liable to the shipper for the depreciation 
in value caused by its negligence——American Ry. Express Co. 
vs. Pitts., 91 S. Rep. 570. 

Carrier, Having Elected to Keep Goods Until Opening of Mar- 
ket for Such Goods, Liable to Shipper for Value of Ship- 
ment: 

In such case, where, owing to the delay, the market has 
closed for the season, and in view of such fact the express 
company elects to keep the goods until the market opens again 
for such commodity, it becomes liable for the value of the 
shipment and cannot thereafter force the shipper to accept and 
dispose of the shipment as a condition of recovering from the 
carrier.—Ibid. 

CARRIAGE OF LIVE STOCK 


Not Relieved of Liability Because State Veterinarian Neces- 
sarily Employed in Disinfecting Cars: 

(Supreme Court of Utah.) Where the disinfection of railroad 
cars was done with appliances and by men furnished by the rail- 
road company, and the deputy state veterinarian supervising the 
work had no authority over them, and furnished nothing, and 
did nothing but mix the disinfectant and give general directions, 
the railroad company was liable to a shipper of stock damaged 
by the act of one of the workmen in adding an excessive amount 
of cresol to the disinfectant, rendering it poisonous, though 
the deputy veterinarian was necessarily employed.—Smith vs. 
Payne, Agent, etc., 206 P. Rep. 715. 

Hypothetical Questions May Be Based on All or Part of Facts: 

Hypothetical questions put to an expert witness may be 
framed either on all the facts in the case or on any part of the 
facts assumed to be true.—lIbid. 

That Hypothetical Question Embraced Facts Not Proved Held 

Harmless in View of Charge: 

Where the court charged that the facts assumed in a hypo- 
thetical question must be substantially proved to entitle the 
opinion of the witness to any weight, it was not reversible error 


that some of the facts assumed were without foundation in the 
evidence.—Ibid. 


Instruction as to Disinfection of Railroad Cars Held Properly 

Refused as Likely to Mislead: 

Where it was claimed that railroad cars were disinfected 
with a solution containing an excessive amount of cresol, a 
poison, but there was no claim that it was improper to apply 
it with a cup or bucket, or to mix it with water without lime, 
an instruction that plaintiff had not shown how the solution 
should have been applied, and therefore the jury might not find 
that it was negligently applied, was properly refused, as it 
might have been misleading.—Ibid. 

Instruction Not Erroneous Because Not Including Matter Un- 
supported by Evidence: 

An instruction that the acts of section men and other per- 
sons employed or authorized by a railroad company to disinfect 
cars were its acts was not erroneous because not including the 
hypothesis that a deputy state veterinarian supervising the 
work might be an independent contractor, when there was no 
evidence that he was such a contractor.—Ibid. 

Instruction as to Liability for Acts of Employes Not Erroneous 
as Including State Veterinarian: 

An instruction that the acts of section men and others 
employed or authorized by a railroad to disinfect cars were its 
acts was not erroneous as referring to the deputy state veter- 
inarian supervising the work, and who was charged with no 
neglect.—Ibid. 

Objections to Petition Which States Cause of Action May Not 

Be Reviewed Where Not Timely Made Below: 

(Kansas City Court of Appeals, Missouri.) Objections or 
observations directed to the allegations of the petition may not 
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Gulf and Ship Island 
RAILROAD 


Route Between 


The SOUTHWEST 
and SOUTHEAST 


The GULF AND SHIP ISLAND RAIL- 
ROAD, as shown by the accompanying map, 
forms a link between the ALABAMA AND 
VICKSBURG RAILWAY and THE LOUIS- 
VILLE AND NASHVILLE RAILWAY, for 
a broader use of the old established VICKS- 
BURG gateway in the movement of traffic 
between the Southwest and Southeast. 








A dependable fast through freight service is 
maintained in both directions. 





A TELEGRAPHIC RECORD of through 
traffic routed via the Gulf and Ship Island is 
furnished shippers and consignees. 






H. H. SCHUTT, General Agent 
Porter Building, Memphis, Tenn. 


W. P. WITHERS, General Agent 
Great Southern Life Bldg., Dallas, Texas 





W. H. L. NELMS, General Agent 
Moore Building, Atlanta, Ga. 
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HOUSTON 


In the three years that Houston has been a port 
many reliable steamship services have been estab- 
lished to connect Houston with Europe, North and 
South America and the West Indies. Their sailings 
are regular and the service dependable. 





Daniel Ripley & Company to Hamburg, Bremen, 
Antwerp, Rotterdam and Le Harve. 


Southern Steamship Company, Philadelphia. 


Lykes Lines, Cuba, Porto Rico and other West 
Indies ports. 


Lone Star Steamship Company, Cuba, Porto Rico 
and other West Indies ports. 


Leyland Line to Liverpool. 
Harrison Line to Liverpool. 


Sgitcovich Lines, Liverpool, Manchester. 
Lallier & Latta, Bremen and Hamburg. 
Nervion Line, Barcelona. 


Pacific, Caribbean & Gulf Line to U. S. Pacific 
ports. 


Luckenbach Line to U. S. Pacific Coast ports. 

Gulf States Steamship Company, New Orleans 
connecting with Mississippi and Warrior River barge 
service. 


Steele Steamship Lines. 





In addition to the above lines there are numerous 


other services engaged in the business of oil trans- 
portation. 


The area reached by these services is large. 


Mr. Traffic Man, does not your business cover 
some of these routes? 


For further information ask 


DIRECTOR OF THE PORT 
City Hall Houston, Texas 
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be considered on appeal where no objection thereto was timely 

made in the trial court, and where the petition states a cause 

of action.—Montgomery vs. Davis, Agent, 240 S. W. Rep. 282. 

Evidence Held to Sustain Finding that Carrier’s Agent Was 
Correctly Told the Name of Consignee, and that All Ele- 
ments Necessary to Binding Contract Existed: 

In an action for negligent failure to deliver a shipment of 
cattle to the consignee as per.contract, evidence held to justify 
a finding that defendant’s agent was correctly instructed as to 
the name of the consignee, and that all elements necessary for 
a binding verbal contract existed.—lIbid. 

Carrier May Not Assume that Person in Charge of Stock Is 
Authorized to Sign Owner’s Name to Shipping Contract 
Where Oral Contract Already Made: 

The fact that the owner’s brother was in immediate charge 
of stock when delivered to the carrier, and while they were 
in transit, is not conclusive evidence that he was authorized 
to sign the owner’s name to the contract of shipment or to 
authorize the carrier’s agent to sign it, and the carrier is not 
justified in assuming that he had such authority, where the 
oral contract of shipment was already made with the owner.— 
Ibid. 

In the Absence of Findings of Law and Fact, Question as to 
Authority of Alleged Agent Held to Have Been Considered 
by Court in View of Conclusion Reached: 

In an action against a carrier for failure to deliver live 
stock to consignee, in the absence of special findings of law 
and fact, it must be presumed that the trial court considered 
the question whether plaintiff’s brother was his agent for the 
purpose of executing the written contract, and that he reached 
the conclusion that he was not such agent where the findings 
were for plaintiff—lIbid. 

Carrier, Having Received Live Stock, and Been Advised of 
Consignee’s Name, Is Under Duty to Deliver to Such Con- 
signee: 

A carrier, having received live stock for shipment, and been 
advised of consignee’s name, is then under duty of transporting 
and delivering it to the designated consignee.—Ibid. 
Carrier Acting on Advice and Instructions of Shipper’s Agent 

Is Bound to Ascertain Extent of Agent’s Authority: 

In an action against a carrier for failure to deliver shipment 
to consignee, where the evidence showed that plaintiff’s brother 
was the shipper’s agent only for the purpose of taking care 
of the cattle en route, the question of the brother’s negligence 
in other matters did not enter into the case, since, if defendant 
acted upon the advice and instructions of such brother, defend- 
ant was bound to ascertain how far such authority extended.— 
Ibid. 

Evidence Held to Show that Plaintiff Shipper’s Brother was 
Shipper’s Agent Only as Caretaker of Live Stock: 

In shipper’s action against carriér for failure to deliver 
shipment to consignee, evidence held not to show that shipper’s 
brother was his agent for any purpose ether than as caretaker 
of the live stock.—Ibid. 

Shipper’s Right as to a Wrongful Delivery Held Not Waived 
by Caretaker or Latter’s Contract: 

Where ‘shipper’s caretaker did not learn of the wrongful 
delivery of the cattle until after they had been sold, and some 
of them delivered, held, there was no waiver of the shipper’s 
rights relative thereto, and that there was nothing in the con- 
tract of the caretaker even if he had been clothed with authority 
therefor that could be construed as a waiver of the carrier’s 
liability, since a waiver is an intentional abandonment of a known 
right, and that there can be no waiver unless intended by 
one party, and so understood by another.—Ibid. 

Shipper’s Receipt of Amount Received from Sale of Cattle by 
Wrong Consignee in Waiver or Ratification of Wrong De- 
livery: 

Where a carrier delivered cattle to the wrong consignee, and 
they are sold, and the shipper receives anything in payment 
therefor, the amount so received is to be held in mitigation of 
damages against the carrier, and shipper’s accepting it does 
not ratify or waive wrong delivery.—lIbid. 

Exclusion of Evidence as to Plaintiff's Experience as a Stock 
Shipper Held Not Error in Suit for Delivery to Wrong 
Consignee: 

In a shipper’s action for delivery to the wrong consignee, it 
was not error to exclude evidence showing plaintiff’s experience 
as a live stock shipper, and his acquaintance with the customary 
requirements, because these facts would tend to establish thet 


plaintiff intended his caretaker to execute a shipping contract,’ 


the latter not being his agent except to accompany the cattle.— 
Ibid. 


STATE RATE REDUCTIONS 


In a bulletin to members, John EK. Benton, general solicitor 
for the National Association of Railway and Utilities Commis- 
sioners, says: 

It is my understanding that the carriers generally have agreed to 
make the same reduction in intrastate rates as is required to be 
made in interstate rates by the decision of the federal commission in 
the general rate case. If, however, there are exceptions to this, and 
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rate reduction proceedings result, I shall be glad if I may be advised 
of them for the information of other commissions. 

; The Public Service Commission of Wyoming, after hearing, in an 
investigation on its own motion, has found existing freight rates in 
Wyoming to be unjust and unreasonable to the extent that they exceea 
rates stated in distance scales of reasonable maximum rates pre- 
scribed by it, applicable to all freight moving under class rates, and 
to brick and tile and other commodities basing thereon. It has also 
prescribed maximum rates to certain points on potatoes, grain and 
hay. The new rates are to take effect July 1, 1922. 


POWER OF STATE DENIED 


A state railroad commission has no power to alter a freight 
rate that is established by filing with the Interstate Commerce 
Commission and accepted by that Commission, according to 
a decision handed down June 24 by Judge Samuel H. Sibley, of 
the United States court for the northern district of Georgia, in 
the case of the Atlantic Coast Line vs. the Railroad Commission 
of Georgia. 

This case had its origin in another case heard by the Georgia 
commission several months ago in which a shipper appeared 
before the commission and alleged that the Atlantic Coast Line 
had made an overcharge of $1 a ton on a shipment of fertilizer 
from Savannah to Blackshear, Ga. 

It was established in this case that a rate of $1.80 a ton 
for this commodity’ appeared in the schedule of tariffs approved 
by the Interstate Commerce Commission. It was alleged by the 
plaintiff shipper that the true rate was 80 cents a ton and that 
the $1.80 rate represented an overcharge of $1 a ton. 

The state commission held in this case that a previous rate 
of 60 cents a ton on this commodity had been increased to 80 
cents under General Order 28 of the Railroad Administration, 
and that 80 cents was all that could be legally collected on this 
commodity, although the rate appeared on the Jnterstate Com- 
merce Commission tariff schedule as $1.80. The state commis- 
sion, thereupon, ordered the defendant railroad to make a re- 
fund of $75 to the defendant shipper, ruling that the $1.80 rate 
represented an overcharge and was not collectable. 

Judge Sibley’s decision sets aside this order and permanently 
enjoins its enforcement. In the text of his decision he reviews 
General Order 28, setting forth that the 25 per cent increase 
would bring the rate to 80 cents, but gives it as his opinion 
that, notwithstanding this fact, the rate was fixed when it was 
filed with the Interstate Commerce Commission and accepted 
by it. 


OKLAHOMA RATES 


The Oklahoma Corporation Commission has issued an order 
finding freight rates and charges on intrastate traffic unreasot- 
able on and after July 1 to the extent that they may exceed the 
rates now in effect by 10 per cent, with the exception of rates 
and charges on grain, grain products, seeds, hay and straw, sand 
and gravel and other road building material, petroleum and its 
products, circus outfits, and in special short line arbitraries. 
The exceptions as to the commodities set forth were made be- 
cause of reductions having been made heretofore. 





FREIGHT TONNAGE CARRIED 


Freight tonnage originated in the quarter ended March 31 
showed an increase of 2.06 per cent over the same period in 
1921, and tonnage carried showed an increase of 3.53 per cent, 
according to a summary of freight commodity statistics of Class 
1 roads issued ‘by the Bureau of Statistics of. the Commission. 

Carload traffic originated totaled 6,364,162 cars of 212,790,551 
tons; total revenue freight carried amounted to 12,246,464 car- 
loads of 400,285,617 tons, and.the grand total of carload and 
L. C. L. traffic originated WaS 22,581,084 tons, and total car- 
ried, 416,298,809 tons. 


Following is a comparison, by general classes of commodi- 


ties, of tonnage transported in 1921 with that transported in 
1922: 








Number of tons originated 


Percent of 


Class of Commodities Quarter Quarter increase 


ended ended 1922 over 
Mar. 31, 1921. Mar. 31, 1922. 1921 





Products of agriculture.......... 26,038,239 25,754,849 *1.09 
Animals and products........... 5,911,716 5,881,118 * 52 
Products of mines. .......6.. 115,791,162 120,906,905 4.42 
Proagucta of forests. ......005sscc, 20,646,604 19,265,592 *6.69 
Manufactures and miscellaneous. 39,812,181 40,982,017 2.94 
Merchandise—All L. C. L. traffic. 9,883,165 9,790,533 * .94 

hes bias iether ita wile este a ni vara 218,083,067 222,581,084 2.06 


Total tons carried 








Products of agriculture......... 53,141,476 53,892,804 1.41 

Animals and pfoducts........... 9,853,773 10,077,556 2.27 

BroGucts . Gi. MINES. 6 0c ccvwese 206,344,981 220,127,811 6.68 

Hrouucts Of Terests............. 38,477,252 36,464,473 *5.23 

Manufactures and miscellaneous. 78,389,745 79,722,973 1.70 

Merchandise—All L. C. L. traffic. 15,906,966 16,013,192 .67 
EE Wan oss rea RG ee 4 oats cee 402,114,193 416,298,809 3.53 
*Decrease. 
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MUSKOGEE, OKLA. 


Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 





WACO, TEXAS 
eps merry THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 





TACOMA, WASH. 


Whitworth Transfer & Storage Co., Inc. 


POOL-CAR-DISTRIBUTORS 


FOR POINTS IN PACIFIC NORTHWEST 


MERCHANDISE STORAGE 


Write for Condensed Schedule of Comparative Class Rates Applying 
to Principal Points in Pacific Northwest 












General Freight Service Association 


(INCORPORATED) 


Transportation and Traffic Specialists 
710-11-12 Laclede Gas Light Bldg., St. Louis, Mo. 


Expert service in Transportation, Traffic, Engineering, Legal, Car 
Service or Demurrage matters available to shippers in any part 
of the United States. 


We furnish complete or partial service for shippers not equipped 
with traffic departments. 


We furnish valuable consultation service to shippers having ‘traffic 
departments. 


We stop leaks in your transportation expenses. 


Our expert analysis of your transportation and traffic problems 
is not expensive, but the lack of it may be very costly to you. 








Reference: UNION STATION: TRUST C0O., St. Louis, Mo. 






REGULAR SERVICES 
FREIGHT and PASSENGER 











Between 
NEW YORK MONTREAL PHILADELPHIA 
BALTIMORE BOSTON PORTLAND, ME. 
and 
UEENSTOWN re. BRISTOL 
PLYMOUTH HAM 
LONDON MEDITERRANEAN HAVRE 
LONDONDERRY LIVERPOOL ROTTERDAM 
CHERBOURG wae DANZIG 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 






Offices:—630 Common St., 





Buffalo, N. Y. 
Cleveland, Ohio Duluth, Minn. 
Chicago, IIl. 


NEW YORK CITY, 15 Moore St 
BUFFALO, N. Y., 522 Ellicott Square 
MINNEAPOLIS, 20 Builders’ Exchange 
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Direct Freight and Passenger Service From Gulf Ports to 


MEXICO 


VERA CRUZ — TAMPICO — PUERTO MEXICO | 
FRO 


NTERA — PROGRESO 
Joint Service of 


THE STEELE LINE 


FROM NEW ORLEANS 
SS SIGVALD—Semi-monthly sailings 


FROM GALEN TEXAS CITY & BEAUMONT 


GA S.—Semi-monthly sailings 


THE STEELE STEAMSHIP LINE, Inc., Agents 


The Steele Bldg., 19 Moore St., 
New Orleans Galveston New York City 





rtp 
TB Yin 


ne” - business has been built on the principle of giving to 
both the distributor and his customer satisfaction always. 
We have first provided modern buildings, adequate facilities 
and a well trained force, and to all this have added that 
“‘something more’’ which everyone desires 

Because we are giving this class of service each and every 
day to our many clients we know we can do the same for 
you. Don’t worry along with part-time satisfaction. Come 
and be happy now. One car will start the smile. 


sea 
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MESSAGE TO 


Traffic Managers: 


Please inform your SALES MANAGER he 
can get 100% efficiency from his selling 
force by using our DISTRIBUTION and 
WAREHOUSING services, and eliminate 
traffic trouble at this end. 


Connections throughout Canada. 


National Cartage and Warehousing Co., Ltd. 


Vancouver, Canada 


Chicago Representative: Burkhart’s Warehouse Service 
526 West 18th Street, Phone Canal 2000 


INLAND MARINE CORPORATION 


Provides 


Low All- Water Freight Rates 


The New York State Barge Canal Route 


From 


New York Harbor Points 


Detroit, Mich. Milwaukee, Wis. 
St. Paul, Minn. 
Minneapolis, Minn. St. Louis, Mo. 


and 
Points in the Same Rate Territories 


COMPANY’S OFFICES 


Tel. Bowling Green 3516-9 
Tel. Seneca 8203 
Tel. Atlantic 0595 
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Personal Notes 














SS # 

J. M. Ford, for the last eleven years traffic manager for 
Blake, Moffitt & Towne, wholesale paper, at Los Angeles and 
San Francisco, 
Cal., has resigned 
his position with 
this firm and will 
engage in busi- 
ness for himself, 
handling consoli- 
dations and gen- 
eral traffic work, 
devoting special 
attention to paper 
traffic. Mr. Ford 
has been engaged 
in transportation 
work for several 
years, having 
served as assist- 
ant traffic mana- 
ger for Montgom- 
ery Ward and 
Company, at Chi- 
cago, for seven 
years, and later 
as office manager 
for the same con- 
cern at Kansas 
City. Following 
this he served 
with the Southern 
Pacific at San 
Francisco, in the 
traffic department, and left this position to go with Blake, Moffitt 
& Towne. He organized the Los Angeles Transportation Club, 
of which he is president. 








The Baltimore & Ohio announces the appointment of George 
M. Kridler, assistant freight traffic manager, Chicago; E. B. 
Tullis, general freight agent, Chicago; J. C. Miller, assistant 
general freight agent, Chicago; A. M. Schubert, freight tariff 
agent, Cincinnati; J. W. Melone, assistant general freight agent, 
Chicago; Harold A. Williams, district freight agent, Chicago; 
J. W. Lindsay, division freight agent, Washington, Ind.; E. A. 
Ferguson, division freight agent, Flora, Ill.; M. N. Freese, dis- 
trict freight agent, Columbus, Ohio. 


A. G. Gutheim, manager of the public relations of the car 
service division of the American Railway, Association, has re- 
signed from that body to enter general practice of law in 
Washington, effective July 1. Until federal control of railroads, 
Mr. Gutheim, for several years, had been an examiner on the 
staff of the Commission. During his service as an examiner he 
came into contact with the car service questions arising out of 
the congestion, particularly at the Ohio River crossings in 1916 
and 1917. Chairman McChord, when put in charge of the 
investigation of congestion, took Mr. Gutheim as chief of his 
staff on that work. When Director-General McAdoo created a 
body to deal with car congestion, Mr. Gutheim was borrowed 
from the Commission for that service, resigning from the Com- 
mission staff when the American Railway Association reinsti- 
tuted its car service division, after the end of federal control. 

Walter McFarland, assistant counsel of the Commission, has 
‘resigned to join the law staff of the C. B. & Q., with offices in 
Chicago. The resignation was tendered to be effective July 1. 
He is to become the assistant to Kenneth Burgess in cases 
before the federal and state commissions. 


In the little more than nine years of service Mr. McFarland 
had with the Commission he served as confidential clerk to 
Commissioners Marble and Hall, as examiner on the staff of 
Commissioner Hall, examiner on the staff of Chief Examiners 
Thurtell and LaRoe, and, for the last two years, as assistant 
counsel. 

Mr. McFarland has had much to do with cases involving the 
interpretation of bills of lading and the formulation of the bill 
the Commission has directed the carriers to put into use. For 
that reason he is one of the best informed men in the country 
on that subject. 

Commissioner Hall and Chief Counsel P. J. Farrell planned 
an unusual farewell reception to Mr. McFarland. They assem- 
bled the men of the branches of the Commission in which Mr. 
McFarland had been employed, in the big hearing room.and 
then they made speeches of appreciation to him. His associates, 
as a mark of their good feeling, gave him an elaborate traveling 
bag, with directions to use it often in coming back to Washing- 
ton. 

The traffic commissioner of the Sioux City Traffic Bureau 
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to succeed J. P. Haynes will be H. C. Wilson, attorney-exam- 
iner of the Interstate Commerce Commission. The appointment 
is effective July 1. 

For about ten years prior to August 1, 1908, Mr. Wilson 
was employed by the Illinois Central, North Western and the 
Great Northern roads in and around Sioux City, Ia. Since that 
date he has been with the Commission, except during the year 
1920, when he was employed as commerce counsel by the Van- 
Dusen-Harrington Company and other grain interests at Min- 
neapolis. 

While in railroad service he held positions as telegrapher 
and agent at various local stations, telegrapher in the chief 
dispatcher’s office of the North Western at Sioux City and rate 
clerk and chief clerk in the office of H. S. Jones, division freight 
and passenger agent of the Great Northern and Burlington at 
Sioux City. He resigned the latter position to accept appoint: 
ment as rate clerk for the Commission. 

Following his appointment by the Commission, he was made 
assistant and acting chief of its division of correspondence, 
which conducts the general correspondence of the Commission 
and has charge of the investigation of informal complaints of 
all kinds. He became an attorney and examiner in the latter 
part of 1914. Since then he has served as senior examiner 
in Commissioner Clark’s office for about four years and in 
Commissioner Eastman’s office for somewhat more than one 
year, and the remainder of the time on the chief examiner’s 
staff. Some of the important cases on which he has been 
engaged are the Missouri River cities cases, Southern fruits 
and vegetables, the Alaska investigation, the grain claims in- 
vestigation and the present Southern class rate investigation. 

John Nicolson of New York has resigned his position as 
director, division of field information, U. S. Shipping Board, 
and has been assigned to the bureau of law, of the board, under 
Commissioner Chamberlain. Mr. Nicolson’s new duties will 
be connected with the scrutiny of foreign and United States laws 
affecting shipping, investigations and hearings, and legal advice 
and litigations. The vacancy created by Mr. Nicolson’s resig- 
nation will not for the present be filled, but the work of the 
division will be carried on by R. T. Merrill of New York, direc- 
tor, bureau of research. 

G. W. Humphrey has been appointed assistant general 
freight agent of the Bangor & Aroostook at Bangor, Me. 

R. F. Kelsey has been appointed freight traffic agent of the 
International Railway Company at Buffalo, N. Y. 


DOINGS OF THE TRAFFIC CLUBS 


The annual outing of the Oil City-Franklin Traffic Club will 
be held at the Rockwood Club, Oil City, Pa., July 20. 





Additional traffic clubs that have applied for membership 
in the Associated Traffic Clubs of America are: The Traffic 
Club of Chicago, the Miami Valley Traffic Club (Dayton), the 
Traffic Club of Denver, and the Detroit Transportation Club. 





More than fifty steamship officials are guests of the Pacific 
Traffic Association June 27 in the assembly hall of the San Fran- 
cisco Chamber of Commerce. Frank W. Relyea, district director 
of the U. S. Shipping Board, spoke on the subject, “Traffic as 
It Affects the Pacific Coast.” Hugh Gallagher, assistant gen- 
eral manager of the Admiral Line, spoke on the ship subsidy 
bill. The house flags of the various steamship companies rep- 
resented were displayed. Fred A. Hooper, general freight agent 
of Williams-Dimond and Co., was chairman of the meeting. 





The Interstate Commerce Club of Chicago, IIl., held its first 
annual banquet June 27, at the La Salle Hotel. The officers 


of the club are E. F. Blythe, president, and R. D. Galling, sec- 
retary. 





The Association of Railroad and Steamboat Agents of Bos- 
ton had an outing to Montreal and Quebec, June 15-18. 





The Traffic Club of New York will hold its summer outing 
at Karatsonyis, Glenwood Landing, Long Island, July 14. A 
steamer has been chartered for the occasion. A shore dinner is 
to be the feature, preceded by a baseball game between the 
Traffic Club members and the Shippers’ Conference members. 





The Traffic Club of Cleveland held its annual meeting at 
Woodland Park, Ashtabula, O., June 26, the party leaving Cleve- 
land on a special train provided by the New York Central. The 
following officers were elected: President, H. N. Sibbald, traffic 
manager, the National Lamp Works; vice-president, F. P. Barr, 
general traffic manager, W. & L. E. R. R.; second vice-president, 
A. Z. Baker, traffic manager, Cleveland Provision Company; 
secretary, F. A. Gideon, special agent, the American Steel & 
Wire Company; treasurer, M. J. Naughton, commercial agent, 
D. L. & W. R. R. Five new members for the board of governors 
were also elected. 





The Traffic Club of Chicago at a luncheon meeting June 27, 
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at which Mr. Haynes, the new traffic director of the Chicago 
Association of Commerce, was introduced, took favorable action 
on the matter of joining the Associated Traffic Clubs of America. 

It voted in favor of instructing the president of the club 
to address the Citizens’ Committee expressing the favorable at- 
titude of the club on the enforcement of the Landis wage award. 

It. adopted the following resolution concerning jury service: 


Although we believe the mal-administration of justice in Chicago 
and Cook County is due, in a great measure, to the practice of the 
courts which permit the rejection for jury service of men of known 
ability and character, we also believe it to be due in equal measure 
to the unwillingness of that type of men to serve; therefore, the mem- 
bers of the Traffic Club of Chicago pledge themselves as good citizens 
to accept jury service whenever they may be called, without attempt 
to evade, 


1 
Supplementary resolutions were also adopted condemning 
certain methods and practices of bench and bar which were 
held to result in unnecessary delay and perversion of justice. 
The following resolutions, concerning the proposed St. Law- 


rence waterway, proposed by the public affairs committee, were 
discussed at length: 


Be it Resolved by the Traffic Club of Chicago that before Con- 
gress commits itself to the project, that it be demonstrated beyond 
all possible doubt that the proposed waterway is feasible from an 
operating and commercial viewpoint, taking into consideration its suc- 
cess or failure before vast sums of money are expended. 


Be it further Resolved that careful research, investigation and 
thought be given to the following: 


1. Would only be usable 7 months of the year, due to the closing 
of navigation on account of ice. 


Conclusions reached by eminent engineers that the proposition 
was not practical, as reported by the Board of Engineers on Deeper 
Waterways between the Great Lakes and the Tidewaters in 1900, con- 
tained in House Docket No. 149 of the Second Session of the Fifty- 
sixth Congress; also the report of the Roosevelt Commission of 1900. 

3. It has been stated that 75 per cent of all merchant marine 
would be able to use the waterway for the purpose intended, namely 
operation of cargo boats from lake ports to foreign ports. On the 
other hand it is said that no type of ship at present constructed would 
be able to use the waterway because of the difficulty of operating 
large ships in the restricted waterways and the depth of water in the 
waterways, and that very few, if any, of the ocean liners at present 


constructed could use this waterway and very few ships of our Ameri- 
can Merchant Marine. 


It has been recommended that this waterway have a depth of 
25 ft., and locks 30 ft. depth, and all ships drawing 25 ft. of water 
would be able to use the waterway; on the other hand it is claimed 
by steamship men that no ship drawing over 20 to 21 ft. of water 
would be able to use a 25 ft. waterway. The United States Govern- 
ment since the beginning of the war has built 1,503 ships—186 of this 
number draw 21 ft. of water or less loaded; 1,317 of these draw from 
21 to 32 ft., and could not use the waterway. 
5. It is reported that the depth of water in the several lake har- 
bors averages for all of the large harbors 19 ft. It would require, 
therefore, the expenditure of vast sums in dredging and harbor im- 


ene to take care of ships passing through the waterways and 
ocks. 


6. It is stated that commerce with lake cities would be a one- 


way proposition, which would tend to increase rather than decrease 
the cost of export business. 


Be it further Resolved by the Traffic Glub of Chicago that before 
further progress is made that a commission be appointed who shall 
carefully investigate the proposition in all #ts whases, and this com- 
mission be made up of practical business, railroad, steamboat, power 
men and competent engineers. The report of such a commission 
would be practical and conclusive. 


There was considerable division of sentiment shown in the 
debate which was participated in by a number of members. 
Insinuations that the resolutions were “inspired” by railroad 
interests were met by E. L. Dalton, tarffic manager of the Ameri- 
can Radiator Company, and a member of the public affairs 
committee, who said he wrote them. 

It was finally decided that there was such a division of senti- 
ment among those present and so few, comparatively, of the 
members present, that it would be better to have the resolutions 
discussed more at length at some open forum meeting and then 


possibly brought up again for club action. A motion to that 
effect prevailed. 


MONEY FOR THE COMMISSION 


The Trafic World Washington Burea 


Publication this week of testimony given June 15 by repre- 
sentatives of the Commission before the House committee on 
appropriations in closed session, on a request for a deficiency 
appropriation for $110,000, revealed that the Commission had re- 
quested the committee to repeal the provision in the independent 
offices appropriation bill providing that the Commission “shall 
sell, at a rate per page equivalent to the cast of making them, 
copies of transcripts of its proceedings.” 

Commissioner Aitchison, speaking for the Commission, said 
the request for the additional appropriation was due to the pro- 
vision referred to above. He said the official reporting work 
of the Commission was supposed to be the largest job of short- 
hand reporting in the United States and that approximately 
200,000 pages of testimony were produced annually. Since 1908, 
he said, the work had been done by official reporting concerns at 
a specified rate per page, the present contract rates being 15 
cents a page in Washington and 59 cents a page outside of Wash- 
ington. It was explained that the rate in Washington was low 
because the reporters having that contract had no traveling ex- 
penses to pay. Mr. Aitchison said the Commission had paid from 
$75,000 to $100,000 per annum for the work, the expense to the 
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reporters running from $175,000 to $225,000 a year. He explained 
that the reporting firms having the contracts made up the dif- 
ference, or, rather, counted on making up the difference, by the 
sale of transcripts at 12% cents a page. 

“The reporters, as we know, have sometimes made money 
and have sometimes lost money over a series of years through 
this arrangement, but it has been the most practical way we 
have been able to work it out,’ said he. “The advertisement 
of being the official reporters of the Interstate Commerce Com- 
mission is of value to a concern which is large enough to do 
this work. There are two contractors. There is one in Wash- 
ington and another contractor located in New York who has 
the work outside.” 

Mr. Aitchison said the Commission would need the addi- 
tional money for the following reason: 

“Under the bill as it now stands, we will be required to bear 
ail of the expense of producing the transcribed work. We will 
have to employ the reporters, we will have to see to their travel- 
ing expenses, we will have to pay for the transcription, the sta- 
tionery and so on, not alone for the copies which we need but 
for the copies which we sell.” 

“This takes away the privilege of the reporters to sell 
copies?” asked Chairman Madden. 

“Yes, and requires that the Commission shall sell them,” 
said Mr. Aitchison. 

Commissioner Aitchison then explained that the provision 
in the independent offices bill, now a law, had been put in by 
request of the Bureau of the Budget, which believed that would 
be the “businesslike way” to handle the matter. Chairman Mc- 
Chord, it was developed, asked J. R. McCarl, comptroller general 
of the United States, for an opinion touching on a number of 
questions, one of which related to the right of the Commission 
to use its appropriation to defray the cost of the work and use 
the proceeds from the sales of transcripts to reimburse the ap- 
propriation. The comptroller general ruled that that could not 
be done—that the receipts from sales would have to be turned 
into the Treasury. 

It was further developed that the Commission had received 
an appropriation of $90,000 for the fiscal year ending 1923 for 
the reporting of testimony but that this was an estimate based 
on the old method of handling the work, and that under the new 
law, effective July 1, $110,000 more would be needed. 

Mr. Aitchison said it was out of the question for the Commis- 
sion to organize a corps of reporters between June 15 and July 
1, so that it would be necessary to make new contracts if the 
law remained unchanged. He pointed out that a private con- 
tractor could “drum up trade“tn the sale of transcripts but that 
the Commission could not do that. He then said: 

“T think it is hardly a seemly thing for the Commission to 
send circulars to shippers saying: ‘We are going to hold hear- 
ings on this subject; you had better get in and get a copy of 
the transcript; it will only cost you 12% cents a page and you 
need it in your business.’ ” 

He also said the private contractor was able to extend credit 
in selling copies of the transcripts. 

“If we should repeal the provision of the law which requires 
you to sell the copies would we have to make an appropriation?” 
asked Chairman Madden. 

“No,” replied Mr. Aitchison. 

“Which way would you prefer it?” 

“IT would prefer at the present time to have the provision 
repealed, and I think I speak for the Commission,” said Mr. 
Aitchison. 

Chairntan Madden said he was in favor of granting the relief 
asked by the Commission. 

The House appropriation committee in the third deficiency 
appropriation bill has acceded’t6 ‘the request of the Commission 
that the clause in the indepemdent offices appropriation law 
relating to the sale of copies#of transcripts of testimony be 
suspended. The bill provides that the clause shall be inoperative 
until July 1, 1923, which will have the effect of killing the provi- 
sion permanently unless it should be revived in the next appro- 
priation bill. Pasage of the bill will permit the Commission to 
award the contract for reporting testimony and the contractor to 
sell extra copies of transcripts as has been the practice for some 
time. Under the plan adopted no additional appropriation will 
be necessary. 


VIRGINIAN & WESTERN EXTENSION 


The Commission has issued a certificate authorizing the 
Virginian & Western Railway Company to construct an exten- 
sion of its line in Wyoming county, West Virginia, from the end 
of its Virginian Connecting Branch, about 1.3 miles from Mc- 
Graw Post Office to a point down Laurel Fork, about 3.6 miles. 
The primary purpose of the extension is to develop the coal 
underlying 5,000 acres of land. Permission to retain the excess 
earnings under section 15a was denied, the Commission holding 
that the extension would be operated as a part of the system 
of the Virginian Railway Company, which controls the Vir- 
ginian & Western, that the operating results would be reflected 
in the accounts of that carrier, and that under such circum- 
stances it would be difficult to segregate the earnings from the 
new construction. 
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B. mR. Ci 
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THE RAILROAD STRIKE 


The day after strike orders were issued affecting 400,000 
railroad shopmen, the Railroad Labor Board June 29 sprang in- 
to the breach by summoning to appear before it the afternoon of 
June 30—the day before the strike ordered was to take effect— 
the national officers of the shop crafts proposing to strike and 
members of the Railway Bxecutives’ Association who happened 
to be holding a meeting in Chicago. The purpose of the confer- 
ence was to make inquiries as to the situation with respect to the 
threatened interruption of transportation. 


It was not known what, if any, proposal the Labor Board 
might have to make but it was thought that a possible basis of 
compromise and settlement was afforded by the situation with 
respect to the farming out of labor contracts by the railroads. 
This was one of the causes of the proposed strike. The board 
has taken a position against these contracts. Some of the rail- 
roads have signified their intention of discontinuing such con- 
tracts as they have and a general discontinuance has been talked 
about, regardless of the legality of the practice, on the theory 
that it might be expedient to discontinue. 

Other classes of railway employes—notably the main- 
tenance of way men—have also been taking strike voies, 
though no other strike orders had been issued up to June 
30. The strike will not be participated in by the four 
brotherhoods. The fact that these trainmen are not going out is 
offered as assurance that transportation will not be tied up so 
that the public will notice it, though the railroad managers ex- 
pect considerable trouble and annoyance, at least for a time. But 
they depend on what they hold to be the lack of justification 
for the strike and the condition of the labor market, which, they 
think, will enable them rapidly to fill the places left vacant by 
the strikers, as conditions that will enable them to win. 


B. M. Jewell, head of the railway employes division of the 
American Railway Association, in a wire the night of June 27 
to T. DeWitt Cuyler, chairman of the Railway Executives’ Asso- 
ciation, stated that about 400,000 shopmen would go on strike 
July 1 unless the railroads met their demands, which are, in 
brief, that the recent wage cuts ordered by the Railroad Labor 
Board be ignored, certain eliminated working rules be restored. 
and the railroads discontinue the practice of farming out labor 
contracts. No figures. were given, but it was stated by Mr. 


Jewell that the vote of the men was overwhelmingly in favor 
of a strike. 


Answering that telegram on June 29, Mr. Cuyler said: 


I have received your telegram and presented it to a meeting 
of the Association of Railway Executives. 

_ While the association does not undertake to deai with labor 
policies, such matters being left to the regions and to the indi- 
vidual roads, in view of the shortness of time available, your 
telegram was considered by those present at the meeting today, 
and by unanimous vote I was instructed to make to you the fol- 
lowing reply: 

Your telegram conveys on behalf of the shop crafts an ulti- 
matum that, unless the carriers turn their backs on the United 
States railroad labor board and its recent decision and accept your 
terms, the employes on behalf of whom you speak will cn July 1— 
day after tomorrow—resort to force in the shape of a strike and 
will attempt to interrupt the orderly processes of transportation, 
on which the business, comfort, and welfare of the American 
public depend. Meanwhile, before consideration of your telegram 
could be had and this reply sent, the public press carries today 
the announcement that you have actually issued your strike order, 
effective 10 o’clock July 1. 

It is impossible within any reasonable limit of space to single 
out and reply to all the erroneous and misleading statements econ- 
tained in your telegram. 

Suffice it to say there has been and is nothing in the conduct 
of the carriers to justify the act which you notify us you are 
about to commit. There can be no question about the facts. 

The consequences of the rejection of this constituted govern- 
mental authority and obedience to your invisible and irresponsible 
power would be to continue a charge on the producing and con- 
suming public for transportation in excess of that which the gov- 
— through its labor board, has now declared to be just and 
air. 

This unjust burden shall not be put upon the public by a 
surrender on our part to your threat of force. 

If the just authority of the government is to be successfully 
defied and the government is to be rendered helpless to protect 
its citizens in their peaceful and lawful pursuit, if patriotic and 
loyal obedience to government authority is to be denied, the act 
and the responsibility is to be yours. It shall not be ours. If you 
strike it will be against an order of a governmental tribunal—it 
will be a strike against the government of the United States. 


Chairman Hooper of the Labor Board issued the following 
statement June 29: 


The people of the United States are sick and tired of having 
railway transportation and traffic periodically interrupted by con- 
troversies between railway managements and employes. It was 
this feeling which moved Congress to enact the transportation 
act of 1920. 

The right to strike and tie up a private business is quite a 
different thing from any supposed right to choke and obstruct the 
flow of interstate commerce in this vast continental nation. Rail- 
way transportation is not a private business. It is essential to 
the very existence of our republic and to the individual well being 
of every citizen. 

The able men representing the employes put their whole souls 
into their contentions and the questions they handle are of mo- 
mentous human import. They are doubtless often harassed by the 
apprehension, as are all public servants, that their constituents 
may not fully understand and appreciate their efforts. 

But it is evident to every student of the situation that the 
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railway labor organizations have no just cause for serious com- 
plaint at the treatment they have received at the hands of federal 
wage tribunals during the war period and since. 

The wages fixed by the recent decisions of this board will pur- 
chase more than the wages received by them prior to the war. In 
other words, their wages have increased by a greater percentage 
than has the cost of living. In some instances the increase is 
strikingly notable. h 

With but slight exceptions the great carriers of the country 
have paid the wages fixed by the various succeeding government 
tribunals. Now that the decreases nave come the employes should 
be good sports and accept the reductions. . : E ; 

If a change in conditions should at any time justify increased 
wages this board will most cheerfully respond to the situation. 
Moreover, if it should at any time be made to appear to the board 
that any injustice has been done to any class of employes by any 
rule or wage decision, under a continuation of present conditions, 
it would be the duty of the board to correct such mistake. — 

Let it be understood, however, that the board is convinced at 
this time that it has made no mistake and committed no injustice 
of any noteworthy magnitude in its recent decisions on rules and 
wages. The board has endeavored to conform to the requirements 
of the law and has established a schedule of wages higher than 
those prevailing, as a rule, in other industries. It is useless to 
repeat statistics on this subject. ; 

The employes do have one substantial grievance against cer- 
tain of the carriers, and that is the contracting of railway employ- 
ment to so-called independent contractors. This is not simply. a 
labor grievance, it is a public grievance. This policy carried to its 
legitimate end destroys the labor article of the transportation act, 
treats the United States Congress with contempt, deprives the 
public of lawful protection from railway labor troubles, and griev- 
ously imposes upon the employes. : ay 

Neither need have any fear that the public will permit in- 
justice to be done to them by the railroad labor board. If the 
board does not effectuate a substantial degree of justice both to 
the carirers and the employes, it will be wiped out by Congress. 


The U. S. Railroad Labor Board, on June 24, just as the 
canvass of the vote of railroad employes on the strike question 
was begun, handed down decisions in six cases against four 
railroads, condemning the farming out of labor contracts. The 
roads involved are the Chicago Great Western (three cases in- 
volving the repair of tracks at St. Paul) freight handlers, clerks, 
etc.; the St. Louis, Brownsville, and Mexico, car cleaners at 
Srownsville; the Indiana Harbor Belt, maintenance of way em- 
ployes; and the M. K. & T., shopmen. 

On June 26 the board began hearings in thirty additional 
cases, similar in nature. The railroad employes were well repre- 
sented at the hearings. 

The board, in these six decisions, followed the precedent es- 
tablished in the Indiana Harbor Belt case, though that case in- 
volved only shopmen. 

Chairman Hooper said the decisions established no new 
principles. ‘Some of the carriers,” said he, “have proceeded on 
the assumption that, because they contracted various kinds of 
labor before the transportation act, this practice is still legal 
and proper. To my mind, it seems so unjust and unfair to em- 
ployes and so violative of the spirit of the transportation act 
that public sentiment cannot uphold it. 

“Of course the board has not held that the carriers may not 
contract their work. It has simply held that such contracts can- 
not have the effect of removing the railway employes from under 
the application of the transportation act. I still believe that 
the carriers will all get in line with the board’s decisions on 
this question and it is my purpose to press this matter upon 
their attention.” 


LEAGUE SUPPORTS RAILROADS 


The following circular concerning the threatened railroad 
strike and its attendant consequences, signed by the president 
and the executive secretary of the National Industrial Traffic 
League, has been sent to members: 


In order to maintain the present railroad system, 
Transportation Act, 1920, the public is obligated to pay: k 

First, high rates, fares and charges for the transportation of 

assengers and property; 

” metoud, bik tame into the treasury of the United States, out of 
which are made to railroad companies, government loans which ag- 
gregate at present time several hundred million dollars. Every shipper 
who ships, every passenger who rides, and every taxpayer who pays 
taxes to the federal government contributes to the maintenance of 
this transportation system. It is obvious that, in many instances, 
single persons or corporations pay on all. \ ; ; 

Any interruption or disturbance of commerce will necessarily in- 
crease the operating expenses and other indebtedness of the com- 
panies, wtih the result that these rates, fares and charges and taxes 
must go higher. : ihe : 

Published reports indicate that approximately one million railway 
employees will strike on July 1, because of the recent decisions of 
the Labor Board, announcing certain reductions in wages. 

Even if the strike is a peaceable one, and without violence or 
disturbance of any kind, and is conducted without destruction of 
property or the molestation of other employees, it still will be highly 
expensive and costly to the companies. The resultant increases in 
operating expenses and other indebtedness of the companies, neces- 
sitating loans, will be cast upon the shipping, traveling and tax-paying 

ublic. 

» If the strike should be conducted with violence and the destruc- 
tion of life and property ensues, the organizations which have prompted 
the strike, their officers and agents, may be held liable in civil dam- 
ages for such losses. 

In the recent case of the United Mine Workers of America et al. 
vs. The Coronado Coal Company et al., decided by the United States 
Supreme Court, June 5, 1922, it was held that the International Union, 
District No. 21, which embraces Arkansas, Oklahoma and /Texas, and 
twenty-seven local unions embraced within the district, were properly 
made parties defendant, and that service of process was_ properly 
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PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
123 West Madison Street 





DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 


We Specialize on Distribution and Storage 
of Merchandise of All Kinds 


OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 
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It is the ability to handle the small shipment and 
the large shipment with equal economy that makes 
a modern warehouse essential to effectual distri- 
The warehouses listed here are modern, 
fully equipped and capably managed. 


Tell us your distribution troubles. 


Distribution Service, /nc, 
123 W. Madison St.Chicago, Ill. 


© Representing: 


Harris Transfer & Warehouse Co. 
S 

Currier-Lee Warehouse Co. Union Terminal Warehouse Co. 

— Street Terminal Warehouse Louisville Public Warehouse Co. 


H. 
ER Gordon Fireproof Warehouse & 
ba Weicker Transfer & Storage Van Co, 


Terminal Warehouse & Transfer 
Merchants Warehouse Co. Co 
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PASO 
International Warehouse Co. 


San Francisco Warehouse Co, 


SIDA 


! TH 
Siagen-O'Keste Fireproof Storage 


— O’Keefe Fireproof Storage 
0. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN 


S. E. LEONARD 
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made on their principal officers in the civil suit for damages growing 
out of the destruction of property by strikers in a riot at the mines. 
Under the authority of that case, the organizations, their officers and 
agents, who are conducting the elections for the strike to be called 
on July 1, may be similarly liable in civil damages for such losses. 
A railroad strike would clearly have in it all of the elements of inter- 
state commerce, 

The present uniform bill of lading dces not contain an exemption 
for loss or damage on account of riots or strikes, or causes beyond 
the carriers’ control. If property of shippers is destroyed while in 
the custody of the carriers, the latter may undertake to defend the 
suits for loss or damage to property while in transit, on the ground 
that the losses were due to causes beyond their control. If they are 
unsuccessful and must pay judgments, they would undoubtedly have 
a further cause of action against the organizations. If the carriers 
successfully defend, the shippers might well have causes of action 
against the organizations, their officers and agents, who promoted 
the strikes which wrought the destruction of the property. 

Many of the states, notably Illinois, have statutes which hold 
municipalities and other political subdivisions responsible for loss of 
life and property, due to strikes which are not suppressed by police 
or other authorities. : 

The creation and organiaztion of the United States Railroad Labor 
Board was in pursuance of a governmental policy for the peaceable 
settlement of disputes between carriers and their employees, and to 
dispense, for all time, with such conditions as preceded the decisions 
of the Supreme Court in the Debs case and the Adamson Act case. 
The Labor Board is a public body, created to protect the public inter- 
est. Every Senator and Representative in Congress who spoke on the 
bill so stated most emphatically. 

With respect to the conference report, Senator Cummins, who had 
charge of the bill in the Senate, spoke (and his statement is illus- 
trative of all) as follows: 

“To me the thought is abhorrent that the judgment of a govern- 
mental tribunal composed of fair, high-minded men—a tribunal which 
takes into consideration the rights of man, and speaks for the public 
welfare—can be overthrown or disregarded by any class of our citi- 
zens. Whenever the public interests require the government to assume 
jurisdiction over a dispute and to enter its decrees expressing the very 
right of the matter, all of us, no matter how we work or where we 
work, ought to respect and abide by the decision.” 

On May 25, 1922, the United States District Court for the Southern 
District. of New York (Circuit Judges Hough, Manton and Mayer all 
concurring), in the case of the Akron, Canton & Youngstown Railway 
Company vs. The United States, said: ‘‘The public interest is the 
leading characteristic of the Transportation Act.” 

Members of the League are earnestly urged to use their best 
efforts to uphold the decision of the Labor Board if the strike comes. 
Shippers who are urging the carriers to get back to normal rates, 
repair their equipment, and to prepare to handle traffic economically 
and expeditiously when the present depressicn has passed, should 
stand by the carriers and suffer any and all inconvenience necessary 
to insure the award of the Labor Board being properly enforced. 
Any other stand by the shippers will weaken the carriers and give 
comfort to those who are about to defy the award. 


Public sentiment is against the strike, and public sentiment is 
bound to win in the end. 


AMENDMENT OF CLAYTON ACT 


The Trafic World Washington Bureau 


Amendment of section 10 of the Clayton anti-trust act so 
that it would apply only to dealings in securties between com- 
mon carriers and corporations, firms, partnerships or associa- 
tions having common directors or Officers is proposed by Sen- 
ator Watson of Indiana in S. 3735. 

The effect of the amendment would be to eliminate from 
section 10 any reference to dealings in “supplies or other ar- 
ticles of commerce,” or the making of “any contracts for con- 
struction or maintenance of any kind, to the amount of more 
than $50,000, in the aggregate, in any one year.” 

Amendments not as sweeping in their effect on section 10 
were considered at length last year by Congress and then 


dropped because of the opposition which came largely from 
railroad labor unions. 


WOULD RESCIND WAGE ORDER 


Representative Burke of Pennsylvania, a member of the 
Order of Railroad Conductors, this week introduced a joint reso- 
lution authorizing the Railroad Labor Board to rescind its deci- 
sion reducing the wages of railroad emplyoyes, effective July 1. 
It was referred to the committee on interstate and foreign com- 
merce. Mr. Burke declared in the resolution that the decision of 
the board savored so much of “one-sided justice and has caused 
such dissatisfaction and discontent, that a strike seems both 
imminent and inevitable.” He further asserted that the railroad 
workers could not maintain “the standard of living” on a mini- 


mum wage of 23 cents an hour, which he said was proposed by 
the board. 


PAY FOR MAINTENANCE OF WAY MEN 


“The Bureau of Information of Eastern Railroads,” says the 
Association of Railway Executives, “has received reports from 
all the eastern and southern roads, which are members of the 
Bureau, showing that although the new rates of pay for main- 
tenance of way employes, ordered by the Labor Board, vary be- 
tween 23 and 35 cents an hour, on no road in eastern and south- 
ern territory will a rate of 23 cents be paid after July 1, the date 
on which the new rates become operative. According to the 
records of the Bureau, over 90 per cent of track and other main- 
tenance of way laborers will receive 35 cents or over per hour. 
Over 8 per cent will receive 33 cents, while less than 1 per 
cent will receive less than 33 cents.” 
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It has appeared to The Traffic World that it might be of assistance 
to local agents if it would attempt to answer questions that may perplex 
some of them. We have, therefore, employed a local freight agent of 
long experience who will give his attention to such matters. Questions 
should be addressed to the editor of The Traffic World. They should be 
brief and clear. Names of the inquirers will not be used. If there does 
not seem to be sufficient demand for this service it will be discontinued. 
Only questions from suscribers will be considered, of course. 





Help for Local Freight Agents 


ene a ee 
~ Q.—When shall a less-than-carload shipment handled at a 
station that is a joint agency be considered as in possession of 
the receiving carrier? 

A.—After the property is unloaded from, or checked in car 
which received from the delivering carrier. 


Q.—Do the Interstate Commerce Commission regulations for 
the transportation of explosives and other dangerous articles 
apply to company material and supplies? 

A—yYes. All shipments must comply with the regulations. 


Q.—Does notation, “recoopered,”’ imply bad order? 


A.—Not necessarily. If bad order exists, it must be definitely 
so stated. 


Q.—Is it permissible to pack safety matches in same outside 
package with groceries? 

A.—Matches of any kind must not be packed in the same 
outside package with any other article. 


Q.—When dangerous articles requiring the red label are 
shipped in the same outside package with articles requiring yel- 
low or white labels how should the outside package be labeled? 

A.—With red label only. 

Q.—What is maximum gross weight acceptable on package 
of special fireworks? 

A.—The gross weight of one outside package must not ex- 
ceed 200 pounds and that of a package containing toy torpedoes 
must not exceed 65 pounds. 


PAYMENTS TO CARRIERS 


The Commission has certified to the Secretary of the Treas- 
ury that the following roads should be paid the amounts set 
forth, under section 209 of the transportation act: Mineral 
Range Railroad Company, $123,167.95; Louisiana Railway & 
Navigation Company, $102,626.94; Duluth, South Shore & At- 
lantic, $178,459.94. 

The Commission has issued a certificate to the Secretary 
of the Treasury setting forth that the government owes the 
Kansas City, Mexico & Orient a balance of $38,904 under section 
209 (a) of the transportation law; and $84,715 to the Kansas 
City, Mexico & Orient of Texas. 

The total amount found due the first mentioned was $478,- 
904 and $554,715 to the Texas company. Prior payments to 
them left due and unpaid the amounts hereinbefore mentioned. 

The Commission has certified to the Secretary of the Treas- 
ury that $50,237.97 is payable to the Millers Creek Railroad Co. 
of Kentucky, under section 204 of the transportation act pro- 
viding for reimbursement of deficits incurred by short lines 
during federal control. 


The Railroad Administration this week reported the follow- 
ing final settlements, and has paid out to the several roads the 
following amounts: Lehigh. Valley Railroad Company, $4,600,- 
000; Northern Alabama Railway Company, $125,000; Cincinnati, 
Findlay & Ft. Wayne Railway Company, $18,000. 

The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the railroad companies and the 
Administration during the twenty-six months of federal control. 

The Commission has certified to the Secretary of the Treas- 
ury that payment of $170,921.69 will make good the guaranty 
to the Colorado Springs & Cripple Creek District Railway Com- 
pany; that payment of $83,829.87 will make good the guaranty 
to the Peoria & Pekin Union Railway Company, and that pay- 
ment of $20,864.90 will make good the guaranty to the Middle 
Tennessee Railroad Company. In the case of the Peoria & 
Pekin the Commission found that the total due the road was 


$384,329.87, advances having been made on that amount here- 
tofore. 


RATES ON PETROLEUM AND PRODUCTS 


A conference between representatives of roads in C. F. A. 
territory and representatives of shippers located in C. F. A., 
Trans Ohio River and Trans Mississippi River territories in- 
terested in rates on petroleum and its products, from the South 
and Southwest to Official Clasification territory, will; be held in 
the C. F. A. rooms, Chicago, July 7, at 10 A. M., to consider rates 
on petroleum and its products, C. L. P 
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New Bedford 


(Mass.) 


The Southern Gateway 
Industrial New England 


Rapidly growing as shipping point for 
Azores Islands 
Cape Verde Islands 
Lisbon, Portugal 
Mediterranean Ports 


Has large sheltered harbor. 
Channel depth 25 ft. at low tide. 


Modern steel and concrete pier accommo- 
dations for large vessels. 


Up-to-date freight handling facilities. 


Served by N. Y. N. H.’& H. railroad with 
tracks direct from pier. 





1,250,000 sq. ft. modern warehouse space, 
part of which is at water’s edge. 






Much Quicker Service and Lower 
Handling Charges Than in Most 
of the More Congested Ports 


An Opportunity for Shipping Men! 


Recognized as the chief cotton concentration 
point in New England, this port handles 
annually 750,000 bales. 


Mills consuming 1,250,000 bales each year 
are within easy motor trucking distance. 


This cotton could come more cheaply by 
water and would do so if direct water connec- 
tion with Southern ports were established. 


Full Co-operation in Developing Port Traffic 
Will Be Given by 


David Duff & Son New Bedford Boiler & Mach. Co. 
(Coal—Tow Boat Service) New Bedford Storage Warehouse Co. 

Green & Wood (Lumber) Slocum & Kilburn 

Gunning Boiler & Mach. Co. (Mill, Electrical and Ship Supplies) 


New Bedford oncil of Commerce 





Warehouse 
Efficiency 


at the point of contact 
with your markets 


In The 
Great St. Louis Gateway 


To Promote and Expedite 
Your Trade With the Vast 
West and Southwest, You 
Will Find No Greater Fa- 
cility Than This Modern 
Merchandise Storage Ware- 
house of Fifteen Thousand 
Tons Capacity, Operated 
In Conjunction With the 
Most Complete System of 
Freight Handling and 
Forwarding Facilities In 
America. 


Write for 
one of 


these 


booklets 


COLUMBIA TERMINALS 
COMPANY > 
ST. LOUIS 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

iems. We do not desire to take the place of the traffic man but to 

. p him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities ‘n a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department 


Traffic Service C Colorado Building, Washington, 2. ¢. 
—— neat . & 


Basis for Constructing Rates 


Montana.—Question: An interstate carload shipment moved 
from A to C via B. There are no through commodity rates in 
effect from point of origin to destination. However, there are 
commodity rates from A to B and from B to C. The lower 
combination is a commodity rate from A to B and class rate 
from B to C, and the carriers have adjusted claims on this 
basis, but are now presenting undercharge bills, basing charges 
on combination of commodity rates, stating the combination of 
commodity and class rates will not apply. The commodity rate 
from B to C is carried in one tariff and the class rate in another 
tariff and there are no provisions for the alternative application 
of these rates. 7 

Please advise if the combination of commodity rates, or 
the combination of commodity and class rates apply. 

Answer: If no specific rate from point of origin to point 
of destination of a through shipment is provided, and no specific 
manner of constructing a combination rate for it is prescribed, 
the lowest combination of rates applicable via the route over 
which the shipment moves is the lawful rate for that shipment. 
Rule 5-C, Tariff Circular 18-A. 

Where a commodity rate is named in a tariff upon a com- 
modity and between specified points, such commodity rate is 
the lawful rate and the only rate that may be used with rela- 
tion to ihat traffic between these points, even though a class 
rate or some combination may make lower. The naming of a 
commodity rate on any article or character of traffic takes such 
article or traffic out of the classification and out of the class 
rates between the points to which such commodity rate applies. 
Rule 7-A, Tariff Circular 18-A. 

Therefore, the combination rate based on the commodity 
rate from A to B and the commodity rate from B to C is the 
proper rate to apply on the shipment in question. 


Improper Packing—Liability Gf Carrier for Damages 


Massachusetts.—Question: On*April 12 claim was made to 
the express company for damage done to a shipment of Easter 
Lilies. The express company’s agent at destination inspected 
these lilies upon arrival and advised consignee to accept this 
shipment and file claim for damages. He also had the consignee 
take off the damaged buds and take them down to their office 
to be examined. 

The express company now take the stand that as this ship- 
ment was not properly packed to withstand handling, they are 
not liable for the damage. 

Can you advise whether or not the express company can 
lawfully refuse to pay this claim in view of the fact that they 
accepted this shipment for transportation to destination, the 
shipment being in good condition at that time? 


Answer: Many decisions apparently hold without qualifica- 
tion that the full duty of the carrier is simply to carry goods 
in the condition in which they are offered, and that, where goods 
tendered are insufficiently packed, the carrier is not liable for 
loss or injury due to such defect, whether the defect in the 
packing is latent or not. However, the foregoing view has not 
met with universal approval, and a number of decisions hold 
that the carrier, being entitled to reject defectively packed goods 
tendered for shipment, if it accepts for transportation goods 
which it knows are defectively packed, or which by the exercise 
of reasonable care it could have observed were defectively 
packed, it assumes to carry the goods as they are, and its com- 
mon-law liability as carrier attaches, and it is subject to all 
the liabilities usually attaching to an ordinary shipment of the 
same character. But even where this view prevails, it cannot 
be said that the carrier must, at his peril, know that the goods 
are not in fact safely packed. The shipper usually knows bet- 
ter than the carrier the manner in which the goods have been 
packed and the manner in which they should be packed, and 
even though the carrier may have knowledge of some defect in 
the packing, still if it is not apparent to the ordinary observa- 
tion of the carrier or his servants that the goods cannot be 
safely carried in the condition in which they are presented, the 
carrier should not be held to take the chances of injury from 
improper packing. However, the owner is not required to cover 
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the goods so at to make them safe against external injuries, 
such as rain, wind, or fire. 


Liability of Carrier for Injury Resulting from Defective Car 
Unloaded and Reloaded Without Inspection by Carrier 


New York.—Question: A car of flour was shipped to us from 
a point in the middle west, the car having run in on the ship- 
per’s siding loaded with wheat, it was unloaded by them, in- 
spected and passed upon as O. K. by their own inspector and 
reloaded with flour, as stated above. Shipper’s plant is located 
on a switching line, and their representative was not called to 
inspect the car before it was loaded with flour. It so happens 
that the carrier who delivered the car loaded with wheat to 
the switching line inspected the car about eleven days prior to 
its reloading with flour and found it O. K. 

The car reached us with roof leaking and contents badly 
damaged by rain water. Carriers decline to entertain claim 
on the ground that they were not called up on to inspect the car 
and either reject it or mark it O. K. for flour loading. 

It is our opinion, as well as the opinion of our counsel, that 
carriers are in error. Please advise your opinion and, if pos- 
sible, refer us to either a court decisoon or a similar case which 
may have been up before the Interstate Commerce Commission. 

Answer: The only case we can locate which is apparently 
in point is that of C. C. C. & St. L. Ry. vs. Louisville Tin & 
Stove Co., 111 S. W. 358 (Ky.). This case covered a car loaded 
with soda ash, a chemical, the action of which causes boards to 
shrink and metal to rust, which car was delivered to a consignee 
and reloaded with cans. The carrier set up that, as the car had 
been reloaded without its consent, or knowledge, it should not 


be held liable for the damages. The court, in holding the car- 
rier liable, said: 


It was not the duty of Ball Bros. to inspect the car or to 
exercise care to know whether it was in condition for the goods 
to be shipped in it; but they had a right to put the goods in the 
car, assuming that the railroad company would not have directed 
this to be done unless the car was suitable. It is not charged 
that Ball Bros. were not authorized to place the cans in the ear. 
The fact that it was done without the defendant’s knowledge or 
consent does not show that the initial carrier did not authorize 


it, and it was the duty of the defendant to keep the goods safely 
after it received them. 


In Nicholson vs. S. L. & S. F. R. Co., 124 S. W. 573, and 
Edward Frolich Glass Co. vs. Penna. Co., 101 N. W. 223, it was 
held that the shipper was bound by his selection of cars. How- 
ever, in the first case the unfitness of the car was apparent and 
the bill of lading contained a release from liability on the part 
of the carrier, while in the second case it was shown that there 
was an agreement between the shipper and carrier whereby the 
shipper was authorized to select cars for transportation of the 
products, and he selected an obviously unsuitable car. 


Express Charges on Shipments Lost in Transit 


New York.—Question: Under date of July 25, 1921, we filed 
claim against the express company for the non-delivery of one 
box of machinery valued at $302.70, plus $4.28, prepaid express- 
age, total amount of our claim being $306.98. 

The carrier settled this claim for $300, stating that they 
are not liable for any additional amount, due to our shipping 
department only declaring a valuation of $300 on the express 
receipt. 

We take the stand that although our factory only declared 
a value of $300 on the express receipt, that the carrier should 
be liable for the prepaid expressage, due to the fact that they 
did not perform any service, they should therefore refund us 
the amount of expressage prepaid. Might add the terms of sale 
on this shipment were f. o. b. factory, charges prepaid, amount 
charged customer as a separate item on invoice. As the express 
company have declined to pay this amount, kindly let us have 
your decision on the subject. 

Answer: While we know of no decisions covering the ques- 
tion, it is our understanding that the express company, in set- 
tling claims for loss of shipment, has included prepaid charges 
if the entire shipment is lost and proportional charges if only 
part of the shipment is lost, notwithstanding the fact that the 
released valuation stated in the express receipt presumably 


covers the full amount of the carrier’s liability in case of loss 
of the shipment. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order 
in the period June 8-15 was 268,863, as compared with 284,189 
in the preceding period, according to the car service division 
of the American Railway Association. The surplus of coal cars 
dropped from 180,831 to 171,832 cars. The average daily short- 
age was 1,696, as against 1,752 in the preceding period. 

The surplus was made up as follows: Box, 58,117; ven- 
tilated box, 2,454; auto and furniture, 1,289; total box, 61,860; 
flat, 4,240; gondola, 79,735; hopper, 92,097; total, all coal 171,- 
832; coke, 4,430; S. D. stock, 11,731; D. D. stock, 1,178; refrig- 
erators, 8,590; tank, 517; miscellaneous, 4,485. 

The shortage was made up of 1,019 box, 511 coal, 6 S. D. 
stock, 3 refrigerator, and 2 miscellaneous cars. 
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DAILY STEEL SLEEPING CAR 
between 


Decatur 


DIAMOND SPECIAL DIAMOND SPECIAL 
10.30 p.m. Lv Chicago (Central Station) Ar. 7.35 a.m. 
10.38 p.m. Lv 43d Street Station Ar. 7.25 a.m. 
10.42 p.m. Lv 53d Street (Hyde Park) 

10.46 p.m. Lv 63d Street (Woodlawn) m. 
Decatur Lv. 11.15 p.m. 
inn Sane open 9.30 p.m. Chicago-Decatur Car parked until 8.00 a.m. 


Illinois Central 


There is an element of personal courtesy in Illinois Central service that impresses travelers 


Galveston Offers Unexcelled Storage Facilities 
(At Ship-side) 


Reinforced Concrete Warehouses 
All Commodities 


Over one million square feet of floor space 
well lighted and ventilated. 


COFFEE 


Special compartments set aside for coffee 
storage exclusively. 


WE DO 


Storage, Forwarding, Weighing, Skimming, Slipping, Re-Conditioning 


Write us for further information. 


COTTON CONCENTRATION CO., Galveston, Texas 
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A. & ST. A. B. ABANDONMENT 


The Traffic World Washington Bureau 


In a long supplemental report the Commission has found 
that public convenience and necessity permit abandonment, by 
the Atlanta & St. Andrews Bay Railway Co., of the branch line 
of railroad extending from a short distance north of Panama 
City to St. Andrews, in Bay county, Fla., a distance of 1.89 
miles. Chairman McChord and Commissioner Cox dissented. 

While the line involved is one of the shortest with which 
the Commission has had to deal since it assumed jurisdiction 
under the transportation act of such matters, the issues raised 
by the case resulted in a voluminous record. In the hearings 
before the Senate interstate commerce committee on the Cap- 
per anil Nicholson bills, Chairman Burr, of the Florida commis- 
sion, cited the case in support of his contention that the Inter- 
state Commerce Commission should be deprived of aupthority 
to pass on the question of abandoning lines of that character. 

The case originated in December, 1920, when the company 
filed an application seeking permission to abandon the branch. 
On August 6, 1921, the Commission issued a report in which 
the opinion was expressed that the effect of the proposed aban- 
donment could best be determined by discontinuance of opera- 
ation for an experimental period of:90 days. This plan was 


adopted and the experimental period was extended from time 
to time. 


The Commission said the record showed no inconvenience 
caused by the cessation of operation to any resident of St. An- 
drews except to shippers of fish. It said the service afforded 
by trucks and passenger automobiles, making scheduled trips 
between the two towns, appeared to be regarded by the gen- 
eral public as more convenient and expeditious than that af- 
forded by the branch. 


“On the record before us,’ the Commission said, “it is 
entirely fair to say that if the branch is to be restored and kept 
in service, it will be almost entirely for the benefit of the two 
dealers in fish who remain in St. Andrews.” 


The Commission said it was freely predicted at the first 
hearing that the abandonment of the branch would ruin the 
fishing industry and thus destroy the town of St. Andrews, but 
that the results of the experimental period indicated that the 
dealers were able to ship, and did ship, all fish available for 
sale during that time, with but a small addition to their oper- 
ating expenses, and under conditions which no witness described 
as unduly burdensome. It said the only obstacle to the con- 
tinued trucking of fish to the station at Panama City seemed 
to be the lack of shelter for the packages, which it said was a 
matter that should be given attention by the company. In 
conclusion, the Commission said: 


Taking into account these and all other matters deemed by pro- 
testants to have a bearing on the issues, we are of the opinion that 
resumption of operation of the branch is not justified. That such 
operation would be a matter of convenience to the two remaining 
shippers of fish may be conceded; but it can hardly be said to be a 
matter of necessity. The term ‘public convenience and necessity” 
implies both convenience and necessity, since the words are not 
synonymous but must be given a separate and distinct meaning. 
** ‘Necessity does not exist unless the inconvenience would be so great 
as to amount to an unreasonable burden on the community.’ Hunter 
vs. Mayor, 5 R. I., 325. The words imply an urgent, immediate public 
need.”’ Wisconsin Telephone Co. vs, Railroad Commission, 162 Wis., 
383; 156 N. W., 614. : 

It is contended by protestants that this branch line is in fact a 
spur track, and that, therefore, the proceeding is not within our 
jurisdiction, since by paragraph (22) of section 1 the provisions of 
paragraph (18) are not applicable to such spur. It is argued that the 
function performed by the branch is that of a terminal, since the track 
extends from the terminus of applicant’s line and the movement par- 
takes of the character of a switching service. The line of demarka- 
tion between a spur track and a branch line of railroad is often 
somewhat vague and difficult of ascertainment; but we think that 
each case must be governed by its own facts. In this case it appears 
that there is a station at the end of the branch, which was formerly 
in charge of a regular paid agent of the applicant; that at such station 
tickets could be purchased to all points on and beyond the applicant’s 
main line; less-carload freight could be and was billed therefrom, as 
well as express shipments of merchandise; mail was carried to and 
from this station, and the applicant received pay from the government 
for handling it over the branch; the service performed was that of a 
line haul with respect to general freight, express and passenger busi- 
ness, and not merely a switching movement to St. Andrews on a 
Panama City billing. All of these indicia point rather to a branch line 
than to a spur track, as the latter term is commonly used and under- 
stood, and we are therefore of the opinion that the case does not fall 
within the exception of paragraph (22). 

Upon the facts presented we find that the present and future 
public convenience and necessity permit the abandonment of the 


operation of the branch line in question. A certificate to that effect 
will be issued. 


Chairman McChord in his dissent, said: 


I do not agree that this record establishes the fact to be that the 
present or future public convenience and necessity permit an abandon- 
ment of the branch line. Not only does the phrase ‘‘public convenience 
and necessity’’ itself imply, but the judicial decisions recognize it to 
import, the advantages and requirements of the public alone, apart 
from the desires or burdens of the carrier. Paragraph 18 of section 1 
of the act is neither a grant nor an enlargement of the right to con- 
struct or abandon; on the contrary, it is a limitation upon the right. 
Even upon a showing of economic advantage to a trunk line in 
constructing or operating a branch, a certificate may be denied 
upon the ground that the public convenience and necessity would not 
be subserved. Equally. a proposed abandonment, certainly of a 
branch line, must be shown to be consonant with the public con- 
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venience and necessity; and the present case does not involve a 
proposal to abandon the entire system as unable to maintain itself. 
_Except in so far as it may be supported by the sovereign state, 
which is not subject to coercion, a highway once dedicated to the 
public use may not be abandoned without regard to the public interest 
in it. , A, common carrier by railroad, which does not enjoy the sov- 
ereign’s immunity, but does exercise a delegated sovereign right of 
eminent domain, may not abandon the highway it creates, if by appro- 
priate means it can maintain it, so long as the public convenience and 
necessity remain to be served. He whose property is appropriated, 
even by his gift, for use in constructing such a highway, can not 
thereafter interfere with the public use, and a corresponding obliga- 
tion to the public rests upon the carrier. The duty to the public 
includes the duty to exhaust every lawful expedient to maintain the 
highway in such condition as to meet the public convenience and 
necessity. Only when it is beyond the carrier’s power, or when the 
public interest ceases, does the duty cease. 


As I analyze the majority report, the public convenience and 
necessity are subordinated to the present unprofitable operation of 
the St. Andrews branch, although the branch affords the only rail- 
road service to a community no smaller or less promising than many 
others throughout the country accorded such service. There does not 
appear to have been a real effort, as there might have been, if there 
has been any effort at all, to obtain such increases in rates for the 
branch-line service as might aid in its maintenance. The abandon- 
ment of a railroad should be authorized only as a last resort, and 
this record does not disclose to me that the carrier has yet reached 


that extremity. 
REHEARING ASKED 


The Trafic World Washington Bureau 

Application has been made for a rehearing in No. 12805, 
Schuhle’s Pure Grape Juice Co., Inc., et al. vs. Director-General, 
New York, New Haven & Hartford et al. That was the case 
the Commission dismissed, on the authority of conference ruling 
190 and docket No. 3773, Hirsch & Co. vs. Erie, unreported, 
without any showing in the report thereon that the carrier’s 
agent had made any effort to procure a designation from the 
shipper of the route he desired. 

In the application for rehearing the complainants make the 
point that conference ruling 214 (b) says “where all-rail and 
rail-and-water routes are available, the agent of the carrier must 
have the shipper designate which of the two he wishes to use.” 
Another point is that conference ruling 321 (b) says, “when 
shipments are accepted without specific routings from shipper 
where all-rail and rail-and-water rates are available, the car- 
rier’s agent must have the shipper designate which of the two 
he wishes to use.” 

“The uncontradicted evidence brought forth at the hearing,” 
says the application “showed conclusively by admission of the 
carrier that no attempt was made by the carrier’s agent to 
secure from the shippers any orders for routing.” 

Commenting on the brief of the carriers in this case, the 
applicants’ attorney said the carriers contended that other ship- 
ments had gone forward in years past to Texas points, all-rail. 
That argument, he said, was wholly irrelevant, as each case 
had to be decided upon its merits regardless of any previous 
errors on the part of the carriers causing overcharges which 
had become outlawed. 

“As well might it be said that if a criminal had succeeded 

in concealing his crimes until the statute of limitations had 
run against his prosecution, he might, with impunity, commit 
a simila crime,’ said the application for rehearing. 
' In conference ruling 316, in which it was held that routes 
involving the use of car-ferries were to be considered as all- 
rail routes the Commission referred to conference ruling 190 as 
an interpretation of conference ruling 214. The latter has a 
preamble showing the intention of the Commission in making 
it was to prevent useless switching by pointing out the now 
unquestioned duty of carriers to observe lawful terminal and 
intermediate routing instructions—a question not shown by the 
Commission’s report as having been even remotely involved in 
the case in which rehearing has been requested. In ruling 214, 
the duty of the agent is said to be to route by the cheapest route 
known to him of the class or routes designated by the shipper. 
The rule, however, does not show how the agent of the carrier 
is to discover the preference of the shipper in the event the latter 
makes no designation of the class of route he prefers. The 
method for making that discovery is set forth in No. 190, namely, 
by the agent asking the shipper. 

The case has attracted considerable attention because, un- 
less the Commission on rehearing reverses division 4, the 
language in No. 199 making it the duty of the agent of the car- 
rier to find out which class of route the shipper desires, will be 
treated as having been eliminated by the caption of that ruling. 
That captain is: “In the absence of instructions carrier not 
required to route via rail-and-water.” The Commission’s decision 
in Keeton vs. St. L. S. W., 39 I. C. C., 221, and in docket No. 
3773, unreported, Hirsch vs. Erie, are quoted as supporting the 


holding the carrier is not required to ascertain which class of 
route the shipper desires. 


TRANSPORTATION OF LIQUOR 


Secretary Mellon of the Treasury has requested the Attor- 
ney-General to prepare an opinion on the question of the legality 


of American and foreign vessels bringing liquor into American 
ports. 
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To St. Louls and Kansas City f 
é 3 2 


The ey 


Tempio s~_ P WACO 


Cameron y 


Texas Mexican 
Railway Company 





SAN ANTONIO 


and McNally & Co. a / 


Map shows the entire business secti 
names of streets and avenues. 


To New Orleans _, 
c= 


oe. 
HOUSTON <-<7.G 


Traffic Representatives: 
C. M. Fish, 
Traffic Manager, 
Laredo, Texas 
W. C. Beaman, 
Asst. Traffic Manager, 
Laredo, Texas 
J. P. Craven, 
General Agent, 
Laredo, Texas 
C. W. Fish, 
Foreign Freight Agent, 


=< 916 Chemical Building, 


St. Louis, Mo. 


We have just com- 


pleted a 


map of our 


terminal facilities at Laredo, 

Texas, showing the location and 
name of all the industries and ware- 
houses located on our tracks; also our 
connection with the National Rail- 


ways of Mexico. 


These maps will be furnished free upon request. 


Ask us about available warehouse or industry sites. 


on of Laredo with block numbers and 


LAREDO in addi- 


tion to being the GATEWAY TO MEXICO is supply center for the new 
MIRANDO and MIRANDO CITY OIL FIELDS. 


C. M. FISH, Traffic Manager, Laredo, Texas. 


STORAGE 


warket Cold Storage ang Wareh, 
quincy GEORGE S. LOVEJOY 


Manager General Storage Department 


178 Atlantic Avenue 








SUMMER STREET STORES 
Direct connection with New York, New Haven 
artford Railroad. 
Capacity, 2,000,000 cubic feet. 


A Warehouse on every railroad entering Boston 


Boston, Mass. 





CONSTITUTION WAREHOUSES 


Connection with all lines via Union Freight 


ailroad. 
Capacity, 623,000 cubic feet. 


Direct connection 


DISTRIBUTION 





ALBANY TERMINAL STORES 


with Boston & Albany 


allroad. i 
Capacity, 1,430,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


Total General Storage Capacity 10,329,000 cubic feet 
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POSTAL FACILITIES 


The Trafic World Washington Bureau 

Postmaster-General Work, in a letter to Secretary Mellon, of 
the Treasury, has recommended that a request be made of 
Congress for an appropriation of sufficient money to enlarge 
the floor space of about 500 post office buildings. 

“The earnings of the Post Office Department have doubled 
in the last ten years, and the postal business in New York City 
alone is equivalent to that of the United States 25 years ago 
and is double that of the dominion of Canada,” the Postmaster- 
General said, adding that many of the buildings provided by 
the Treasury Department for post office purposes in the prin- 
cipal business centers were inadequate when completed. He 
cited the gradual rise in receipts since last November in sup- 
port of the belief that the business world has entered upon a 
period of unprecedented commercial activity which, if true, 
“would result in service embarrassments beyond description.” 

As the principal cause of inadequate space in post offices, 
the Postmaster-General cited the increase of the parcel post 
from 7 per cent of the total postal business in 1913 to 64 per 
cent in 1921. There is a weight maximum of 70 pounds for 
parcel post packages, but no bulk minimum prescribed. 

Veal calves, baled hay, builders’ cement, building brick, 
furniture, women’s hats and empty containers; in short, almost 
anything weighing within the limits is being carried and re- 
quires storage space at some point in transit. ‘During the last 
holiday season,” says the letter, “several cities handled a heavy 
parcel post service from the sidewalks, under guards, but with- 
out protection from the weather.” 


REVENUE FREIGHT LOADING 


Revenue freight loading totaled 860,772 cars the week ended 
June 17, an increase of 14,770 cars over the preceding week, 
and the highest point reached in loading since the week ended 
October 22, 1921. It exceeded the loading of 775,328 cars in 
the corresponding week of 1921, but fell below the loading of 
916,736 cars in the corresponding week of 1920. However, had 
coal loading in the week ended June 17 been equal to that of 
the corresponding week of 1920, when coal loading totaled 188,- 
838 cars, the total for the week ended June 17 would have 
been 967,472 cars. 

Coal loading in the week ended June 17 was 92,136 cars, as 
against 94,828 cars in the preceding week. With the exception 
of the loading of miscellaneous freight, which increased from 
315,235 to 324,902 cars, an increase of from 46,372 to 53,822 
cars in ore loading, and from 62,358 to 64,082 cars in loading of 
forest products, there was not much change up or down in the 
loading of other commodities in gthe week ended June 17, as 
compared with the preceding week. « 

The loading by districts for sthe.geek ended June 17 and 
the corresponding week of 1921, aS tabulated by the car service 
division of the American Railway Association, follows: 

Eastern district: Grain and grain products, 9,225 and 6,764; 
live stock, 2,683 and 3,126; coal, 8,076 and 42,591; coke, 1,629 
and 951; forest products, 6,004 and 5,375; ore, 3,613 and 1,871; 
merchandise, L. C. L., 70,945 and 57,559; miscellaneous, 90,978 
and 70,331; total, 1922, 193,153; 1921, 188,568; 1920, 217,429. 

Allegheny district: Grain and grain products, 2,138 and 
2,480; live stock, 2,490 and 2,822; coal, 16,822 and 48,273; coke, 
4,681 and 2,194; forest products, 3,155 and 3,003; ore, 9,140 and 
6.535; merchandise, L. C. L., 51,713 and 43,937; miscellaneous, 
76,196 and 50,949; total, 1922, 166,335; 1921, 160,193; 1920, 196,- 
502. 

Pocahontas district: Grain and grain products, 185 and 189; 
live stock, 112 and 148; coal, 30,514 and 24,125; coke, 245 and 
141; forest products, 1,544 and 1,293; ore, 21 and 24; merchan- 
dise, L. C. L., 6,450 and 5,377; miscellaneous, 4,188 and 3,708; 
total, 1922, 43,259; 1921, 35,005; 1920, 33,839. 

Southern district: Grain and grain products, 3,520 and 
3,197; live stock, 2,230 and 2,022; coal, 23,033 and 18,323; coke, 
720 and 442; forest products, 19,625 and 14,609; ore, 1,084 and 
792: merchandise, L. C. L., 37,785 and 35,850; miscellaneous, 
42,783 and 34,509; total, 1922, 130,780; 1921, 109,744; 1920, 124,- 
991. 

Northwestern district: Grain and grain products, 9,601 and 
10,897; live stock, 8,147 and 8,020; coal, 6,461 and 4,882; coke, 
1,608 and 625; forest products, 18,860 and 14,039; ore, 36,830 and 
18,216; merchandise, L. C. L., 31,044 and 26,849; miscellaneous, 
39,354 and 32,163; total, 1922, 151,905;.1921, 115,691; 1920, 155,- 
773. 

Central Western district: Grain and grain products, 10,627 
and 11,723; live stock, 10,946 and 9,971; coal, 4,510 and 12,959; 
coke, 227 and 138; forest products, 6,429 and 6,167; ore, 2,768 
and 687; merchandise, L. C. L., 33,972 and 31,417; miscellaneous, 
44,016 and 35,459; total, 1922, 113,135; 1921, 108,521; 1920, 127; 
581. 

Southwestern district: Grain and grain products, 4,397 and 
5,008; live stock, 2,548 and 2,129; coal, 2,720 and 4,155; coke, 
192 and 121; forest products, 8,465 and 6,077; ore, 366 and 738; 
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merchandise, L. C. L., 16,1385 and 15,604; miscellaneous, 27,387 
and 23,774; total, 1922, 62,205; 1921, 57,606; 1920, 60,621. 

Total, all roads: Grain and grain products, 39,333 aad 40,- 
258; live stock, 29,151 and 28,238; coal, 92,136 and 155,308; coke, 
9,302 and 4,612; forest products, 64,082 and 50,563; ore, 53,822 
and 28,863; merchandise, L. C. L., 248,044 and 216,593; miscel- 


laneous, 324,902 and 250,893; total, 1922, 860,772; 1921, 775,328; 
1920, 916,736. 


K. C. M. & O. CONFERENCE 


The Trafic World Washington Bureau 


A conference between the Commission, the governors of 
Kansas, Oklahoma and Texas, and others interested in keeping 
the Kansas City, Mexico & Orient in operation, probably will be 
held at the Commission’s offices July 12, with a view to formu- 
lating some plan whereby that road can be kept in operation 
after August 1. Those in charge of it have tentatively set that 
day as the one beyond which it will not be possible for them to 
operate because the revenue of the railroad is not sufficient to 
pay its operating expenses and fixed charges. 

Chairman McChord June 29 moved toward the holding of 
such a conference by wiring to the governors of Kansas, Okla- 
homa and Texas that “the Orient railroad situation is so serious 
that vigorous steps must be taken immediately if it is to be con- 
tinued in operation. Would it be agreeable to you to confer in 
Washington July 12, at 10 o’clock, with the governors of the 
other states in which the Orient operates and members of this 
Commission? If you desire to bring a representative of your 
state commission or other representative to the conference we 
shall be glad to have you do so.” 

The trouble of the Orient is similar to that which was faced 
by the Missouri & North Arkansas—inability to obtain revenue 
large enough to pay the high operating expenses attributed in 
large part to the high wage rates prescribed by the Director- 
General and continued by the Railroad Labor Board, the high 
cost of materials, supplies and equipment, all accentuated by the 
collapse of the farming and live stock industries during the period 
of deflation following the post war boom. The government, upon 
the advice of the Commission, in 1920, made it a loan of $2,500,- 
000, which was renewed in December, 1921, for two years. The 
Orient, however, has not been able to pay interest out of current 
revenues and meet other expenses. 

The parent company, controlling the parts of the line in Kan- 
sas and Oklahoma, has been in the hands of a receiver for sev- 
eral years. The part of the company in Texas, controlled by the 
Kansas City, Mexico & Orient of Texas, is not in the hands of a 
receiver, but taken together the two companies had a hard time 


keeping themselves going, even before the slump in the farming 
and live stock industries. 


REDUCED EXPRESS RATES 


The express committee of the Chicago Shippers Conference 
Association has been authorized by the board of directors to 
take such action as is necessary in collaboration with other 
associations to obtain reduction in express rates. This authority 


was given after the following resolution had been brought be- 
fore the executive committee: 


Whereas, The consolidation of express companies has brought 
about large reductions in operating expense, and since August, 1920, 
there have been substantial wage reductions; and, 

Whereas, These economies have not resulted in any reduction in 
express rates, which indicates we may expect no initiative by the 
American Railway Express Company in making reductions; 

Therefore, be it Resolved, That the Chicago Shippers Conference 
Association address a communication to the Interstate Commerce 
Commission requesting an order for general investigation of express 
rates with a view of determining the possibility of a general reduction. 
Furthermore, that a copyvof this petition be sent to all important 
traffic and commercial associations throughout the country. 


As the Chicago Shippers Conference Association is a local 
organization, however, and as the question involves one of 
national scope, it was decided to await such action as the Na- 
tional Industrial Traffic League would take in connection with 
this matter, it being the intention, however, of the express 


committee to support such action as may be taken by the 
League. 


Cc. M. & ST. P. EQUIPMENT TRUST CERTIFICATES 


Application has been made to the Commission by the Chi- 
cago, Milwaukee & St. Paul for an order authorizing the issue 
of $8,085,000 of 5 per cent equipment trust certificates, maturing 
serially in annual installments of $539,000 each, beginning July 
15, 1923, and ending July 15, 1937. 

The issue is for the purpose of providing not to exceed 75 
per cent of $10,790,105, which is the estimated cost of the fol- 
lowing equipment, the purchase of which has been authorized 
by the company; 2,500 steel frame composite gondola coal cars 
of 50 tons capacity; 3,500 steel underframe 40 tons capacity box 
cars; 500 automobile cars and 25 Mikado type locomotives. 

The company proposes to sell the certificates at not less than 
933% per cent of par to White, Weld & Co. of New York City. 
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FACILITIES UNSURPASSED SWITCH TRACKS CONNECT WITH ALL RAILROADS 
EQUIPPED WITH SPRINKLER SYSTEM LOWEST INSURANCE RATE EFFICIENCY WATCHMAN SERVICE 
COOL AND CLEAN BUILDING OUR WATCHWORD—“‘SERVICE”’ 


LET US HAVE YOUR INQUIRIES 
THE DOUGLAS PUBLIC SERVICE CORPORATION, INC. 


—— 
SAY IT WITH FREIGHT 


Lackawanna 
Railroad 


















If you want your freight transported with care and 
celerity consign it via the Lackawanna Railroad, “mile 
for mile the most highly developed railroad in America.” 


If you contemplate locating an industrial plant 
or warehouse in the territory through which 
the Lackawanna Railroad passes communicate 
with Mr. J. F. Muller, Industrial Agent, Lacka- 
wanna Railroad, 90 West St., New York City. 








46 THE 
I. C. C. ON S. P.-C. P. CASE 


The Traffic World Washington Bureau 


A flood of appeals by telegraph and letter, for and against 
the continuation of the merger of the Southern Pacific and the 
Central Pacific, received by the Commission as the result of the 
decision of the Supreme Court in the Southern Pacific-Central 
Pacific anti-trust case, caused the Commission to issue a siate- 
ment through Secretary McGinty, June 24, advising the “appel- 
lants” to save their energies for such time when the Commission 
will take up, under its tentative consolidation plan, the situation 
with reference to the western roads. The statement follows: 


During the past ten days the Commission has received many 
telegrams, letters and copies of resolutions from various individuals, 
chambers of commerce, labor organizations, and others, with reference 
to the recent decision of the Supreme Court of the United States, 
affecting the Southern Pacific and Central Pacific railroads. Some ask 
that the Commission seek to have the decree of the Supreme Court 
withheld; others that it invoke legislation to counteract the effect of 
the decision. Manifestly the Commission cannot consider such 
requests. It is also requested to exercise promptly its powers under 
the Interstate Commerce Act, particularly the provisions of section 5. 

On August 3, 1921, the Commission adopted a tentative plan for 
the consolidation of the railway properties of the United States into a 
limited number of systems. It said at that time that the tentative 
plan was put forward ‘‘in order to elicit a full record upon which the 
plan to be ultimately adopted can rest.’’ The Commission has recently 
conducted a hearing concerning the carriers in the southeastern 
region, and its work has been planned in such a way and its engage- 
ments are such that hearings with reference to carriers in the west 
are not likely to be held before October. The dates and places of such 
hearings will be announced well in advance, so as to afford those 
interested ample opportunity to prepare their evidence. It is suggested 
that the energies of those interested be directed along that line instead 
of sénding telegrams, letters and resolutions to the Commission at 
this time. Such expressions cannot be made a part of the record 


and can be of no assistance to the Commission in dealing with the 
problem. 


The state commissions of California, Arizona and New 
Mexico sent an appeal to the Commission to expedite the consoli- 
dation of the Southern Pacific and the Central Pacific under the 
transportation act. These commissions took the position that 
retention of the Central Pacific by the Southern Pacific would 
prove to be in the best interests of the public. 


The Washington press agent for the organization known as 
the “Producers and Shippers of the Pacific Coast” issued a state 
ment quoting Secretary McGinty of the Commission as saying 
that the decision of the Supreme Court in the Southern Pacific- 
Central Pacific case would have a direct bearing on the question 
of the consolidation of railroad systems of the Pacific coast. 

“Producers and shippers of the Pacific coast maintain that 
the action of the Supreme Court definitely determines that the 
inclusion of the Central Pacific in the Southern Pacific system 
in the reorganization consolidation plan of the I. C. C. would be 


in direct violation of all principles militating against monopoly,” 
the statement said. 


The statement then quoted Mr. McGinty to the effect that, 
necessarily, the decision would have to be considered by the Com- 
mission in the hearings on the part of the plan involving western 
roads, and that the Commission must preserve competition. 

When the matter was brought to the attention of Mr. Mc- 
Ginty, he said he had not made or authorized such a statement. 
An investigation was made by the Commission, and it was de- 
veloped that a reporter for a special business service in Wash- 
ington had talked to a man who said he had talked to Mr. Mc- 


Ginty on the subject and that the quoted statement was thus 
obtained. 


GASOLINE SHIPPING RULES 


The Trafic World Washington Bureau 


The Bureau of Mines of the Interior department, to which 
the Commission remitted some questions of a technical nature 
in connection with the proposed revision of rules for shipping 
natural gas gasoline, has agreed on the answers to be made 
to the proposals of the Bureau of Explosives, of the American 
Railway Association. The question related to methods for deter- 
mining vapor pressure in tank cars; the effect of ordering a re- 
duction in the permissible vapor pressure from 10 to 8 pounds 
per square inch, in standard tank cars; and the difference in 
vapor pressure in ordinary standard tank cars and in insulated 
tank cars. 

The Bureau of Explosives, in the hearings on the subject, 
proposed methods of determination and the reduction of the 
permissible vapor pressure. The Bureau of Mines made answer 
not only to the question in issue but also added recommend- 
ations that the Commission require improvements in dome 
covers, safety and outlet valves, and do other things to bring 
about a greater measure of safety in the transportation of the 
gasoline obtained by scrubbing natural gas before it is permitted 
to enter the establishments of consumers. The Bureau of Mines 


summed up results of its experiments and thought on the sub- 
ject as follows: 


. It was found by a large number of experiments that the 
present method of determining the vapor pressure of natural gas 
gasoline is not accurate. It was also found that the proposed method, 


although somewhat more accurate than the present method is not 
desirable. 
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2. The method of determining the volatility of natural gas gaso- 
line by means of distillation loss was found to be very accurate and 
gave results that could easily be duplicated. It is recommended, 
therefore, that the distillation method be adopted. 


3. Tank car tests show that the preesnt method of vapor pres- 
sure determination which allows the use of 90 degrees F water 
during winter months, is preferable to the proposed regulation re- 
quiring the use of 100 degrees F water throughout the year. 

4. No appreciable difference in hazard is attained by reducing 
the vapor pressure limit from 10 to 8 pounds in standard cars. In 
order to comply with this proposed regulation a weathering loss of 
approximately ten per cent of the gasoline would be necessary. 

5. It was found that pressures developed in standard cars were 
much higher than pressures developed in insulated cars, particularly 
in summer months. Due to this difference in pressure, insulated cars 
are desirable for the shipment of natural gas gasoline, not only from 
the standpoint of safety but also from the standpoint of economy. 

6. Improvements should be made on dome covers, safety and 
outlet valves on tank cars. There are several disadvantages in the 
use of compressed air for unloading tank cars but from the stand- 
point of safety any method that eliminates the removal of the dome 
cover and does away with the outlet valves, is desirable. 

7. Every effort should be expended in prevention of carelessness 
in unloading tank cars of natural gas gasoline. The men who have 
charge of unloading should be thoroughly instructed as to proper 


method of procedure and be required to pass examinations as to their 
fitness for this work. 


RATES ON PAPER 


The Trafic World Washington Bureau 

The carriers defendant in No. 9987, Michigan Paper Mills 
Traffic Association et al. vs. A. T. & S. F. et al., and the car- 
riers operating in Wisconsin and Illinois, parties defendant in 
No. 12108, Wisconsin Traffic Association vs. C. & N. W. et al., 
have asked the Commission to set aside, modify or suspend its 
order entered in the first-mentioned case. The Commission was 
also asked to permit the tariff naming rates on printing. and 
wrapping paper from the Fox River valley to points in northern 
Illinois and southern Wisconsin, which was filed in compliance 
with the Commission’s order in No. 11950, Minnesota & Ontario 
Paper Company et al. vs. Northern Pacific et al., and Nos. 11981, 
Lake Superior Paper Company vs. Ahnapee & Western et al., 
and No. 12108, before mentioned, to remain in effect without 
change until the conflict, if any, in the decision in No. 11950 and 
consolidated cases and No. 9987, is removed. The petitioners 
also asked that the tariffs naming the sixth class rates on 
printing and wrapping paper from the Kalamazoo district to 
northern Illinois and southern Wisconsin points be permitted to 
remain in effect without change for a like period. 

The petitioners asked the Commission to either approve the 
present adjustment or give them an opportunity, by oral argu- 
ment or further hearing, to justify the position they have taken. 
If the differences fixed in No. 9987 are to be observed, they said, 
the carriers serving the Fox River district should be given an 
opportunity to justify a higher basis than that required by the 
Commission in No. 12108. They said that before any reduction 
in rates from Kalamazoo is required the carriers serving that 
district, which were not parties to No. 12108, should be heard. 


CONDITION OF LOCOMOTIVES 


Out of 64,515 locomotives on line June 1, 48,750 were service- 
able, 12,604 were in need of repairs requiring more than 24 
hours, and 3,161 were in need of repairs requiring less than 
24 hours, according to the semi-monthly report of the car service 
division of the A. R. A. The number of serviceable locomotives 
stored was 7,102. Of the 12,604 locomotives in need of heavy 
repairs, 2,886 were passenger, 7,326 were freight, and 2,392 were 
switching engines. The per cent of locomotives out of service 
for heavy repairs was 19.5, and for light repairs, 4.9. 


SALT RATES FROM KANSAS 


The Commission has declined to suspend Boyd’s 1287, nam- 
ing a rate of $5.13 a ton on salt, from Kansas producing points 
to Chicago, thereby putting them on a parity with salt from 
Louisiana, and possibly laying the foundation for another effort 
on the part of Louisiana lines to reduce their rates. The re- 
duction becomes effective July 1. 


LOCATION OF CARS 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of June 15, issued by the car service division 
of the American Railway Association, shows the following: East- 
ern district, 98.3 as against 97.9 a year ago; Allegheny district, 
102.9 as against 101 a year ago; Pocahontas district, 94.1 as 
against 93.8 a year ago; Southern district, 99.6 as against 97.3 
a year ago; Western district, 97.1 as against 97.6 a year ago; 
all districts, 98.8 as against 98.1 a year ago; Canadian roads, 91.8 


as against 959 a year ago; Mexican roads, 105.4 (no comparison 
with last year). 


MILEAGE BOOK BILL 


The House, January 29, passed the mileage book bill direct- 
ing the Commission to require the railroads to issue mileage 
books and scrip coupons at just and reasonable rates. Changes 
made in the bill since it passed the Senate will require concur- 
rence by the Senate in the amended measure. 


July 
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Ship Through the 


Port of Los Angeles 


48 Steamship Services Reaching Over 100 World Ports 
LIST OF DIRECT PORT CONNECTIONS 


A Harbor Made to Order 


Los Angeles has expended $8,000,000 on waterfront improvements and has 
voted an additional $4,500,000 for further improvements. 


The United States Government has expended approximately $6,000,000 on 
the breakwater for the outer harbor, jetty work and dredging in the inner har- 
bor, and has appropriated $984,300 for other improvements. 


Los Angeles harbor has nearly 40,000 feet of wharves, of which more than 
13,000 feet are owned by the City of Los Angeles. 


The City owns and operates five transit sheds having a uniform width of 
100 feet and a combined length of 4,430 feet. 


Ships can enter Los Angeles harbor from the open sea with safety in all 
seasons of the year and in any weather. 


Write for Illustrated Book, Port Maps and Harbor Information 


Board of Harbor Commissioners 


LOS ANGELES, U. S. A. 





PACIFIC COAST STORAGE 


The PORT OF TACOMA offers storage facilities 
on its PIER ONE for the assembling of shipments of 
lumber, steel rails, plates, machinery and all heavy and 


bulky cargo at low rates and with generous free time 
privileges. 


Ships of all lines call at this dock. 


PORT OF TACOMA 


612 Tacoma Bldg. 
Tacoma, Washington 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


July 3—Seattle, Wash.—Examiner Kephart: 
12158—Frye & Co. vs. G. N. et al. 
12158 (Sub. No. 1)—Swift & Co. et al. vs. G. N. et al. 
July 3—Salt Lake City, Utah—Examiner Hosmer: ; 
10856—Utah State Automobile Assn. vs. A. T. & S. F., Director- 
General et al. 
July 3—Cairo, Ill.—Examiner Oliver: 
13733—Vehicie Supply Co. vs. Ill. Cent. et al. 
13734A—Cyrus C. Shafer Lumber Co. vs. Director-General, Ill. Cent. 
ox 5—Washington, D. C.—Examiner H. C. Davis: 
* Finance Docket 2419—Acquisition of Dayton-Goose Creek Ry. Co. by 
N. O. T. & M. 
July 5—Buffalo, N. Y.—Examiner Hunter: 
l. and S, 1552—Increased switching charges at Jamestown, N. Y. 
July 6—Minneapolis, Minn.—Examiner Howell: . ‘ 
1. and S. 1583—Non-surrender of inbound billing in connection with 


proportional rates on grain between the Twin Cities and Lake 
Superior ports. 


13371—Washburn-Crosby Co. vs. Director-General. 
July 6—Wenatchee, Wash.—Department of Public Works: 
Finance Docket 2172—In the matter of the application of the 
Wenatchee Southern Ry. Co. to construct a line of railroad. 
July 6—Richmond, Va.—Examiner Shanafelt: 
13742—Virginia-Carolina Chemical Co. vs. Director General, Wash- 
ington & Choctaw Ry. 
13745—Virginia-Carolina Chemical Co. vs. A. C.-L. R. R. et al. 
July 6—Louisville, Ky.—Examiner McQuillan: 
13610—Henry Knight & Son vs. Director-General and Sou. Ry. 


Portions of fourth section application 1548 of Sou. Ry., which re- 
late to scrapped tin cans. 
13571—The L. & N. R. R. Co. vs. Cumberland & Manchester. 
oe 6—Argument at Washington, D. C.: 
1 — and repair of railway equipment (C. R. R. of 
11948—The Glacifer Co. vs. American Ry. Exp. Co. 
July 6—Salt Lake City, Utah—Examiner Hosmer: 
12325—Wasatch Coal Co. et al. vs. Director-General. 
12328—Jeremy Fuel & Grain Co. et al. vs. Director-General. 
ta 7—Richmond, Va.—Examiner Shanafelt: 
13741—Virginia-Carolina Chemical Co. vs. Director General. 
13746—Virginia-Carolina Chemical Co. vs. G. C. & S. F. et al. 
13753—Virginia-Carolina Chemical Co. vs. Director General. 
July 7—Minneapolis, Minn.—Examiner Howell: 
13657—W. H. Barber Co. et al. vs. Alabama & Vicksburg et al. 
July 7—Jonesboro, Ark.—Examiner Oliver: 
13689—R. L. Muse Lumber Co. vs. Director-General. 


ba 4 7—Argument at Washington, D. C.: 
12911—Cement rates from Sugar Creek, Mo., to Kansas City, Mo. 
ee ee Portland Cement Co. vs. Director General, A. T. & 
S. F. et al. 
be ee Portland Cement Co. vs. Director General, A. T. & 
». - @t al. 
July 8—Richmond, Va.—Examiner Shanafelt: 
13743—Virginia-Carolina Chemical Co. vs. Director General, as agent. 
13744—Virginia-Carolina Chemical Co. vs. Director General, as agent. 


July 8—Dayton, O.—Examiner Jewell: 
1. and S. 1556—Newsprint paper from Canada to Nashville. Tenn. 


{, and S. 1556—Newsprint paper from Canada to Nashville, Tenn. 
(first supplemental order). 


oy 10—Chicago, Ill—Examiner Cheseldine: 

ourth Section Application 2660 of A. T. & S. F. Ry.—Commodities 
between St. Louis, Mo., and points taking same rates and Ft. 
Madison, Shopton, Macuta and Bricker, Ia. Numerous other appli- 


cations relating te rates on classes and commodities between 
various points.: 
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July 10—Trenton, N. J.—Examiner Smith: 
13724—Golding Sons’ Co. vs. N. Y. N. H. & H. R. R. et al. 
July 10—Detroit, Mich.—Examiner Hunter: 


13685—F. M. Sibley Lumber Co. vs. Director General, Detroit Ter- 
minal R. R. et al. 


July 10—Rocky Mount, N. C.—Examiner Shanafelt: 


1 ee & Garrett vs. A. C. L. R. R., Director General, 
et al. 


July 10—Chicago, Ill.—Examiner Howell: 
1. and S. 1568—Increased rates on hosiery. 


July 10—Tacoma, Wash.—Examiner Kephart: : 
13761—Traffic and Transportation Bureau of Tacoma Commercial 
Club and Chamber of Commerce vs. Nor. Pac. et al. 


July 10—Shreveport, La.—Examiner Oliver: 
13784—Crawford & Sebastian Co. vs. C. R. I. & P. et al. 


July 10—New Orleans, La.—Examiner McQuillan: 


1. and S. 1548—Cottonseed oil from Oklahoma producing points to 
Louisiana points. 


Portions of fourth section application 637 of F. A. Leland. 


July 10—Indianapolis, Ind.—Examiner Jewell: 
13679—Public Service Commission of Indiana vs. Ann Arbor et al. 
13671—The Public Service Commission of Indiana et al. vs. A. T. & 
& S. F. Ry. et al. 


July 10—Fresno, Cal.—Examiner Hosmer: 


1. and S. 1561—Estimated weights and package specifications on 
dried fruits. 


L. E. & W. NOTES 


The Commission has authorized the Lake Erie & Western 
to issue $1,300,000 of 6 per cent promissory notes for the pur- 
pose of refunding $800,000 of 5% per cent demand notes and 
$200,000 of 6 per cent demand notes, and of funding $300,000 
of 6 per cent book indebtedness. The notes will cover indebt- 
edness to the New York Central. 


ROCK ISLAND LOAN PAYMENT. 


The War Finance Corporation has received a repayment of 
$5,500,000 on account of the loans, aggregating $10,430,000, made 
to the Chicago, Rock Island & Pacific Railway Company under 
the war powers of the corporation in December, 1918, and Janu- 
ary, 1919. It is expected that the balance now outstanding, 
$4,930,000, will be repaid in the near future. 


IOWA TRANSFER STOCK ISSUE 


The Iowa Transfer Railway Company has applied to the 
Commission for authority to issue $40,000 of capital stock, di- 
vided into 400 shares of the par value of $100 each. The pur- 
pose of the issue is to provide funds for the purchase of an elec- 
tric engine, to rearrange or construct additional trackage, and 
to provide for the extension of the electrification of the com- 
pany’s terminal property in Des Moines. 


MAGMA ARIZONA CAPITAL STOCK ISSUE 


Authority to issue and sell at par $800,000 of capital stock 
has been requested by the Magma Arizona Railroad Company in 
an application filed with the Commission. The purpose of the 
issue is to provide funds for changing the gauge from narrow 
gauge to broad gauge, for changing the grade of the road and 
for equipment. The line extends from Superior to Magma Junc- 
tion in Pinal county, Arizona. 


INTERSTATE COMMERCE COMMISSION 
Southeastern Class Rate Investigation 


Investigation instituted by the Commission of class rates applicable in interstate commerce within southern territory; between that territory 
and Ohio River crossings and points in Illinois, Buffalo-Pittsburgh and central territories and between that territory and Virginia cities, and 


points in Trunk Line and New England territories. 


view to bringing about greater harmony between intrastate and 


The Commission in fixing interstate rates will consult with the state commissions with a 
interstate rates. Numerous fourth section departures are also involved. 


First hearing Atlanta, May 22nd to June 20th; to be resumed July 12th; subsequent hearings are to be held at Asheville, New Orleans, Chi- 
cago and New York. For copies of Official Stenographer’s Minutes address the undersigned. 


THE STATE LAW REPORTING COMPANY, Publishers of Law Reports, 235 Broadway, New York City 


. OFFICIAL REPORTERS: Interstate Commerce Commission. United States Shipping Board. 
Subscriptions now being accepted for the printed official reports of the 1921 and 1922 Convention Proceedings of the National Association of 


Railway and Utilities Commissioners at $4.00 per copy. 





DIRECTORY OF ATTORNEY 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





GEORGE N. BROWN 


GEORGE L. BOYLE 


BROWN & BOYLE 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission 
Reom 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


LESSER & LESSER 
Attorrieys and Counsellors at Law Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


KARL KNOX GARTNER | 


COMMERCE COUNSEL 
101-1706 WOODWARD BLDG., WASHINGTON, D. C. 
(For a —- of we attorney and = 
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Mr. Traffic Man mm 


Have You a Chicago 
Warehousing Problem? 


Save yourself and your Company Time, 
Money and Worry by distributing your prod- 
ucts to your midwestern trade through the 
unexcelled storage and traffic facilities of 


Chicago’s 
Big Downtown Warehouse 


located at the Pennsylvania System’s immense 
Polk Street Terminal. 


This Mammoth Institution 


is at your disposal, offering to you: 


1. The best space in Downtown Chicago for 
the storage of spot stocks readily accessible to 
your Chicago trade. 


2. Superior facilities for breaking pool cars 
and for prompt less-carload reshipment to des- 
tinations anywhere without cartage. 


3. Storage-in-transit privileges. 


4. The consistently conscientious attention 
of a trained organization. 


Consign your cars in our care and find out 
what constitutes dependable, up-to-the-minute 
warehousing service. 


The Largest Public Warehousing 
Unit West of the Atlantic 
Seaboard 


Considerate—Efficient—Economical — Reliable 


Western Warehousing 
Company 


Polk Street Terminal, Pennsylvania System 
CHICAGO 


**At the Edge of the Loop”’ WILSON V. LITTLE, Supt. 
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The San Antonio and Aransas Pass Railway Co. 
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Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


ro List of Direct Connecting Rail Lines: 
Houston San Antonio | Corpus Christi Alice Laredo via Alice 
24 hrs. ‘ Aransas Harbor Terminal Railway 
20 « 32 Fredericksburg & Northern Ry. 
Gulf Coast Lines 


Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 


TO cee Kansas & Texas Ry. 
uthern Pacific Lines 
Houston San Antenio | Corpus Christi San Antonio, Uvalde & Gulf R. R. 
rt] — rt — % +i San Antonio Southern Ry. 
; a 73 344 « 4 St. Louis Southwestern Ry. (Cotton Belt) 
3 days es ie Sugar Land Ry. 


Proportionate service to above is rendered to all intermediate points. st et Ama Ry. 
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Added Facilities for Car Repair Work 


We show above (upper) two views of our recently 
completed car plant at Argentine, Kansas; and 
(below) two views showing freight cars being re- 
paired in the yards of our big, modern shop recently 
added to our Sharon, Pa., facilities for the construc- 
tion and repair of freight and tank cars. 


These two big, new shops afford our customers 
an Eastern and a Western Plant where tank cars in 
the Eastern, Mid Continent, and Western fields may 
be repaired quickly and sent back to production field 
operations in the shortest possible time. 


SHARON PLANT 


- Sos 


“PENNSYLVANIA” Construction principles and 
the same quality workmanship found in “PENN- 
SYLVANIA” Tank Cars are also available at both 
of these plants for the construction and repair of 
freight cars. 


May we submit a quotation on your car repair 
needs? Write us for details. 


THE PENNSYLVANIA TANK CAR COMPANY 
PENNSYLVANIA CAR COMPANY 
PENNSYLVANIA TANK LINE 


SHARON, PENNSYLVANIA 


New York St. Louis Kansas City Tulsa Houston 
Denver Tampico San Francisco 





“Pennsylvania Tank Cars are used by Leaders of Industry 
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‘PAGE & JONES 


MOBILE, ALABAMA 





















: 3 $7 
pee aS <n 
| 
oF ie i - ? 
_ Terc mle Azores 0 : Lisro } ea tees <i & er) ite : 


= _——— Isles 


a 


C. St. Vingen ee, “eg | +f | 
x 





‘Warglao " Pessina Sidra | 
\ 
i] 


Ghadam on 
PLATEAU TRIPOLITANI A 









EZZAN: x 
Murzuk | 4 
TEDEMAYET Cc ; é 
Rhatjo e 
. i . e 
oannean am 
$3 0 Bardal 





Grane 


Cape |Verde 
= i 
cE ® 








seo) —Yakoo 

BI 7 as 

SUIN “ipsa ‘ 
= IENIN fy, 


. oF ° 
rp. Coomassie } alaeirg sedate tne) 
So (Br, . we fg > Ropids R. | 
0) \s di 


. yt? o te whe Y “ee $ 
Cape BES $3} Roe Cay Pretimis - 3 
gro G*U. Us rAd F Te ae =). “4. or 9 


SP) St-Tromas+ Greville earoR tat 


Wronon LeC. Dp A a 
O\F G U|I°N EA ce Procte | 


Mayumbhs : salle Aedoraae | 


EUROPEAN "SERVICE 


United States Shipping Board A-1 Steamers i 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 
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ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM ornicee 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager EO. C. McLAUGHLIN, Manager 


KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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SOUTHERN PACIFIC LINES 
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New York. 


New Orleans Galveston 
San Francisco Oakland Los Angeles 
San Diego Portland 
Houston Beaumont Port Arthur 
Texas City Sabine Pass Orange 
Guaymas Mazatlan 


Havana 
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LUCKENBACH LINES 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 


U. S. Mail Steamers Twin Screw American Steamers 











NEW YORK, PHILADELPHIA, BOSTON, LOS ANGELES HARBOR 
SAN FRANCISCO, OAKLAND, PORTLAND, SEATTLE, 


MOBILE, NEW ORLEANS, LOS ANGELES HARBOR, SAN FRANCISCO 
OAKLAND, PORTLAND, SEATTLE 





Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 


~— Bldg. 131 State St. Lafayette Bldg. Oliver Building 1024 Prudential Building Central Bldg. 201 California Street Pierce Building 
i Boston, Mass. _ Philadelphia Pittsburgh Buffalo, N. Y. Los Angeles San Francisco St. Louis 


Mobile Liners, Inc., Agents A. Le Blanc, Agent Railway Exchange L. C. Smith Bldg. 211 Eleventh St. Empire Shipping Co., Agents Engineers’ Bldg. 
Mobile, Ala. New Orleans, La. Portland Seattle Tacoma, Wash. Vancouver, B. C. Cleveland, Ohio 
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~ ABTS | 
MACHINERY FORWARDING 
cs 7 tC & 


Prompt shipment-—a carload 
every day, Cincinnati to New 
York, to Boston and to Phila- 
delphia—and other consolida- 
tions. Chicago for New York 
and Philadelphia, and Chicago, 
Philadelphia and Cincinnati for 
Seattle, Portland, Los Angeles, 
San Francisco and points ad- 
jacent. 


A forwarding service which 
effects decided savings in freight 
costs, and possesses an estab- 
lished reputation with shippers 
in all parts of the country, due 
to the money it has saved them 
and results it has afforded them 
for over two decades. 





Trans-Continental Freight Company 


Export and Domestic Freight Forwarders 
Consolidators of Household Goods, Machinery, Automobiles, and Pianos 


General Offices: 203 S. Dearborn St., Chicago Eastern Offices: Woolworth Bldg., New York 
Boston, Old South Building Cincinnati, Union Trust Building Cleveland, Hippodrome Building 
Buffalo, Ellicott Square San Francisco, Monadnock Building Seattle, Alaska Building 

Philadetphia, Drexel Building Los Angeles, Van Nuys Building Portland, Oregon, 13th and Kearney Sts. 


Write the Nearest Office 
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